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DIESEL RAILWAY TRACTION SUPPLEMENT 

The March issue of THE Ratway GazettE Supplement, 
illustrating and describing developments in Diesel Railway 
Traction, is now ready, price 1s. 

GOODS FOR EXPORT 

The fact that goods made of raw materials in short supply 
owing to war conditions ave advertised in this paper should not 
be taken as indicating that they are available for export 

NOTICE TO SUBSCRIBERS 

Consequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on 
a waiting list, and will be dealt with in rotation in replacement 
of subscribers who do not renew their subscriptions 


POSTING ‘‘ THE RAILWAY GAZETTE ’”’ OVERSEAS 

We would remind our readers that there are many overseas 
countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatiLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are : Mondays to Fridays 
9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards. 
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Nationalisation as a General Election Issue 


S we have previously stated in these columns, it seems pretty 
clear that one of the issues on which the next general 
election is likely to be fought, will be the nationalisation of 
certain of the basic industries of Great Britain, including the rail- 
ways, and probably also coal mining. On this issue it 1s evident 
that there is to be a direct clash between the Labour Party and 
the Conservative Party. Mr. Ralph Assheton, M.P. Chairman of 
the Conservative Party, declared recently that members of his 
party must always remember that there is great danger in 
allowing the power of the State to grow and expand at the 
expense of the individual through a great bureaucratic machine, 
and that after the war a return of the freedom which had been 
surrendered temporarily was essential, so that initiative and 
enterprise might be permitted to rebuild the shattered fortunes of 
the world. On the direct issue of nationalisation, he stated that 
the Conservative Party did not oppose it in the interests of any 
class or interest, but because it was convinced that it was not 
in the interests of the nation. Members of his party believed 
that the wholesale intervention of the State in the conduct of 
industry, far from elevating the condition of the people, would 
depress it very seriously. 
Sas == 
British Investments in Uruguayan Railways 


The amount of British money invested in Uruguay is 
£44,085,608, and the average return is 2-8 per cent:, or some 
£1,258, 187. The amount on which no interest is paid is 
£16,857,199. As is so frequently the ease in British invest- 
ments in South America, that proportion which relates to the 
railway systems is more unfortunate in its reward than other 
groups. In Government bonds, for instance, the yield is 3-5 per 
cent., and no part of it is in default. On miscellaneous invest- 
ments the yield is as high as 5 per cent. although £3,000,000 
out of a total of £12,550,000 receives no interest. The amount 
of British money invested in railway undertakings in Uruguay is 
£14,220,072 and the interest received is no more than £18,144. 
This is equal to 0-1 per cent. and the difficulties of the com- 
panies operating in that territory may be gauged from the fact 
that no less than £13,857,199 received no interest at all. Until 
1930 British-owned railways in Uruguay brought in a reasonable 
return to their owners, but since then there has been a decline 
in the yield, which is now as low as it has ever been, according 
to statistics compiled by the South American Journal. 


SEa5 = 
L.N.E.R. Stockholders’ Association 


The first report of the Council of the L.N.E.R. Stockholders’ 
Association shows that the income and expenditure accounts 
covering the period from November 24, 1943 (the date of incor- 
poration) to December 31, 1944, indicates that after charging all 
expenses in connection with the incorporation and‘ formation of 
the Association, amounting to £2,218 14s. 11d. and the ordinary 
expenditure amounting to £1,918 15s. 2d., there is a balance of 
income over expenditure of £57 14s. 5d., which is carried forward. 
Particulars of the Association were posted to some 180,000 
stockholders of the L.N.E.R. Mr. Kenneth Scott Adie, the 
Chairman, in his speech circulated with the report and accounts, 
states that at the forthcoming annual meeting of the London & 
North Eastern Railway Company the Council of the Association 
will put forward a resolution for the approval of stockholders, 
expressing dissatisfaction with the Government’s decision in 
June last at the presentation by the Railway Companies’ Asso- 
ciation of the stockholders’ resolution passed at the last meeting 
to the Minister of War Transport, and will ask for arbitration. 


eas am 
L.M.S.R. District Operating Managers 


As will be seen from the list of L.M.S.R. staff changes else- 
where in this issue, Mr. A. R. Thomson, District Controller, 
3irmingham, has been redesignated District Operating Manager, 
3irmingham, and Mr. W. A. G. Suddaby, Assistant District Con- 
troller, Birmingham, is to be Assistant District Operating 
Manager, Birmingham. The change in the designation of the 
office held presumably will be followed throughout the line. 
District Controllers hitherto have fallen into four main sections: 
Western, Central, Midland and Northern. There are in all 52 
districts, divided as to 18 in the Western section, 2 only (Hud- 
dersfield and Wakefield) in the Central section, 22 in the Midland 
section and 10 in the Northern section. The traffic control 
system on the L.M.S.R. was dealt with at some length in an 
article* in The Railway Gazette of February 22, 1929, when 
diagrams and illustrations were given of the system in operation. 
The change in nomenclature of District Controllers seems to be 
a logica] development in that they are part of the organisation 
of the Chief Operating Manager. 


* Reprinted in brochure form, “ Traffic Control on the L.M.S.R.”’ 33, Tothill 
Street, S.W.1, price 5s. 
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Overseas Railway Traffics 

In general, the improving tendency of gross traffic receipts in 
the Argentine railways has continued, but it was made clear by Sir 
Montague Eddy at the recent meetings of the Buenos Ayres Great 


Southern Railway and the Buenos Ayres Western Railway that 
increases in gross revenues were being absorbed to a very large 
extent by higher costs. The returns of the Argentine North 


Eastern Railway for the 33rd week show am advance of £1,826, 
bringing the total increase for the year so far to £115,513. On the 
Entre Rios there was an increase of £4,733 and the total advance is 
raised to £129,114. The Leopoldina Railway has increased its 
receipts by £14,346 to £316,868 so far this year The Great Western 
f Brazil Railway returns an advance of £27,600 at £197,100 


No. of Weekly Inc.or Aggregate’ incor 
week  traffics dec. traffic dec. 
£ £ £ 

Buenos Ayres & Pacific* 33rd 164,000 +27,600 4,584,066 +815,866 
Buenos Ayres Great Southern* 33rd 263,066 —9,866 7,119,000 587,000 
buenos Ayres Western* 33rd 88,400 +2,600 2,481,733 + 439,533 
Central Argentine* 33rd 196,176 9,923 6,324,216 +845,010 
Canadian Pacific 7th 1,089,000 —1,600 8,167,200 + 126,200 


* Pesos converted at IS tof 
Aggregate receipts for the United Railways of the Havana 
33 weeks of the financial year are £1,643,140, a decline of £21,359 


for 


occ 

American Operating Records in 1944 
Complete figures now available for 
in all-time record was created in the movement of 
American railways. [The amount of traffic moved 
approximately 740,000 million ton-miles, an increase of 1-8 per 
cent. over 1943, and 2-2 times the total reached in 1939. In 
all, 43,500,000 bogie goods wagons were loaded during the year. 
Similarly, traffic in 1944 was by far the greatest in 


show that 
freight over 
totalled 


the year 1944 


passenger 


United States history It amounted in all to 96,000 million 
passenger-miles, an increase of 9-3 per cent. over 1943, and 
more than four times the 1939 passenger mileage. Special trains 
and coaches moved a total of 10,700,000 servicemen during the 
year Outstanding achievements during 1944 included an 
increase in the average tonnage of freight carried in all freight 
trains to 1,144 tons, an all-time record. In 20 years, from 1924 


to 1944, the gross ton-miles per freight train hour have grown 
from 18,257 to 37,548 During 1944 the average daily move 
ment of each wagon was 52-8 miles; and the average 
length of haul of each consignment was 478 miles. The average 
tractive power all the locomotives in use reached the high figure 
of 53,000 lb., 33 per cent. more than in 1924, and the average 
capacity of all freight wagons had mounted to 51 tons. The 
financial side of the picture is less satisfactory, however, for the 


goods 


iverage revenue derived from hauling a ton of freight one mile 
had dropped from 1-12 cents in 1924 0-94 cents by 1944 
seas a= 


Smoke Reduction 


Railways, as the owners of very considerable property in the 
shape of hotels, warehouses, bridges, stations and so on, suffer 
from the bad effects of atmospheric pollution as much as anyone 
else. In the eyes of casual observers they also suffer in repute, as 
the producers of ‘‘ smoke,’’ though in fact the vast majority 
of locomotive stack emission is really exhaust steam. Tech 
nically, the efficiency of modern locomotives is possible only 
because good combustion is secured; in other words, normal loco- 


motive performances can be achieved only by not making smoke. 
All these and other equally valid points were well brought out by 


Mr. M. G. Bennett, M.Sc., F.Inst.P. (L.M.S.R.), in his contri 
bution to a recent joint conference of the Institute of Fuel and 
the National Smoke Abatement Society; indeed, his paper con 
stituted a well-presented case, in view of which we may hope 
that the last has been heard of criticism of the railways in this 
respect Mr. Bennett rightly claimed that the railways have 
been in the forefront of the development of efficient smokeless 


combustion and effectively backed that claim by interesting refer 
ences to the many technical, commercial, educational and 
idministrative activities which they have pursued and fostered 
to combat atmospheric pollution. 


Staggered Working Hours in London 





Since the war the extension of schetnes of staggered working 
hours has brought considerable benefits to London workers and 
the transport systems which serve their needs. At the present 
time some 600,000 industrial workers come within the ambit of 
these schemes, as well as many thousands of office and shop 
workers covered by similar arrangements. On Tuesday a 
luncheon was held by the London & South Eastern Regional 
Board and the London Passenger Transport Board with the 


object of enlisting continued support to ensure that the benefits 
of “‘ staggering ’’ shall not disappear after the war. Mr. P. J. 
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Noel-Baker, Parliamentary Secretary to the Ministry of Wa 
Transport, paid a tribute to railway and London Pass¢nge; 
Transport Board workers for the part they had played during the 
war, and said that the Ministry had an economist busy calculat- 
ing the cost of traffic congestion to the British nation. It wasa 


great social waste which might be evaluated at millions of pounds 
a year. Mr. T. E. Thomas, General Manager, London Passenger 
Transport Board, said that during the war the transport ¢ up 


leaders had made a pint hold a quart by using the pint twic If 
public transport was to operate efficiently and economically, it 


was necessary to have variations in starting and finishing times 
for workers. 
sas a= 
An Early Railway in Montgomeryshire 
The results of some interesting research work by Mr A 
Stanley Davies was presented to the Newcomen Society at 
meeting in London on February 14, in the course of a paper 


entitled Early Railways of the Ellesmere & Montgomery shire 
Canals, 1794-1914.’’ Most of the lines mentioned were 
short feeders to the canals, but one of unusual interest was that 
which appears to have been built in 1818 by the Committee of 
the Proprietors of the Welsh Pool Rail Road. It was built t 
connect Stondart quarry with the canal, and passed through the 
town of Welshpool. The railway does not seem to have la 
very lengthy life, for it was out of use by 1854, when the larg 

sewer plan of the town made. In recent years a 
portion of the track was used by the Welshpool & Lianfair 
Light Railway, a 2-ft. 6-in. gauge line opened in April, 1903, 
which passed at grouping to the Great Western Railway. The 
particular interest of this line is that it had a most unusual 
form of track, using 3-ft. cast-iron rails of inverted T section, 
laid in chairs. In 1878, some relics of this interesting perma 
nent way were presented to the Powysland Museum, Welshpool 


jUlte 





scale was 


but have long since disappeared. In December, 1937, Mr 
Davies was successful in finding further material when a water 
main was being laid, and he has distributed sleepers, chairs, 


and rails to the Science Museum, South Kensington; the Rail 
National Museum of Wales 


way Museum, York; and the of 
Cardiff. So far as is known these are the earliest rail chairs 
that have survived. 

ses oe 


4-Wheel or 6-Wheel Coach Bogies ? 


For many years the trend in passenger rolling stock design 
has been towards the exclusive use of four-wheel bogies for the 


support of passenger coaches. In this country the only railway 
which continues to use six-wheel bogies, under its 65-ft. 6-in. 
dining and sleeping cars, is the L.M.S.R., though the G.W.R. 
in recent years, has substituted six-wheel for four-wheel bogies 
in some of its restaurant cars. The main advantage of the four 
wheel bogie is the lightening of weight and the reduction 

wheels and axles that it makes possible in comparison with its 





six-wheel counterpart. In the United States, where until the 
last decade or so six-wheel bogies were in almost universal usé 
n passenger car construction, it is now claimed that with 
properly designed bogies, incorporating free-acting helical 


springs, suitably snubbed, and rubber-stopped bolsters which ar 
so arranged as to be without friction against the bogie frame, 
the four-wheel bogie can be made to ride as easily as the six 


wheel; and the same view is doubtless held in Great Britain 
on the L.N.E.R. in particular An advantage of the six-wheel 
bogie, on which stress is seldom laid, is that in the event of 

journal burning off or an axle breaking, a stable wheelbase is 


still retained; further, an additional pair of wheels is available 
it all times to reinforce the braking effect. Even the four- 
wheel bogie in the United States, fully equipped, weighs upwards 
of 8} tons, and two such bogies constitute more than one-third 
of the total weight of the modern streamline car. 


Scottish Locomotive Building, 1904-44 


The North British Locomotive Co. Ltd., Glasgow, was formed 
in 1903 by the amalgamation of the three firms, Sharp, Stewart & 
Co. Ltd., Neilson Reid & Co. and Messrs.- Dubs & Co., founded 
in 1833, 1837, and 1863 respectively. The total output of locomo- 
tives from the works exceeds 25,000, of which about 10,000 have 
been completed since the amalgamation. Austerity locomotives of 
the 2-8-0 and 2-10-0 W.D. types are now under construction and 
me of the former type was the 25,000th locomotive built by the 
company; it was delivered in 1943. On page 214 we publish 
photographs of the Directors of the company in 1904 and 1944, 
also illustrations of locomotives under construction at these 
dates and in front of which the photographs were taken. Mr. 
William Lorimer, the present Chairman of the company, is the 
only surviving member of the original Board. 
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Great Western Railway Company 
Y ee full report and accounts of the Great Western Railway 
Company are again issued in the modified form approved by 
the Minister of War Transport. It is stated that the Bill dealing 
with payments in respect of war damage to, and contributions from, 
publ utility undertakings, including railway undertakings, has 
not yet been submitted to Parliament, and no specific allocation 
has been made in the accounts in respect of this item of expenditure. 
Post-war problems and plans for the restoration and improvement 
of pre-war facilities continue to engage the earnest attention of the 
board. The Great Western Railway Company, in conjunction with 
the other main-line railway companies and certain shipping com- 
panies, has formulated and submitted to the Government a plan 
for the provision and operation of a comprehensive network of air 
services in the United Kingdom and to Eire and the Continent of 
Europe 
[he report points out that during the year claims by the trades 
unions on behalf of various grades of the staff for further increases 
in rates of pay were dealt with through the established machinery 
of negotiation, and, with the authority of the Minister of War Trans- 
port a settlement was effected providing for an increase of 5s. a 
week in the war advance for all adult railway staff (with propor- 
tionate increases for women and juniors) making total war advances 
to date of 25s. 6d. a week for adult male conciliation staff and £66 6s. 
a year for adult male salaried staffs. The number of staff serving 
with the Forces and full-time with Civil Defence organisations is 
approximately 15,000 and the number of women employed is about 
17,800. Results for the past three years are as follow : 


1942 1943 1944 
£ £ £ 

Total expenditure on capital account ... 188,779,668 188,009,860 187,979, 184 
Joint lines—-Company’s proportion net 

revenue ; . 142,273 142,273 142,273 
Miscellaneous receipts (net) 268,488* 269,379* 269,299* 
Net revenue a 6,932,746 6,939,982 6,940,129 
Interest on loans and debenture stocks 1,649,855 1,649,854 1,649,855 
Dividends on rentcharge, guaranteed, 

and preference stocks 3,339,914 3,339,914 3,339,914 
Balance after payment of preference 

dividends ae ae 1,942,977 1,950,214 1,950,360 
Dividend on ordinary stock 1,931,838 1,931,838 1,931,838 
Rate percent. ... wea 4} 44 44 
Appropriation to contingency fund 
Surplus or deficit (+ or —) + 11,139 + 18,376 18,522 
Balance brought forward from previous 

year . i 263,938 275,077 293,453 
Balance carried forward to subsequent 

year ... ‘ : . = 275,077 293,453 311,975 


* Other than those included in financial arrangements with the Government 
Dividends on the ordinary stock for the past ten years have been 
is follow : 
1935 1936 1937 1938 1939 1940 1941 1942 1943 1944 
3 3 


4 + 34 a 4 44 44 44 

Miscellaneous receipts (net) from interest and dividends derived 
from investments in other undertakings "included £231,966 from 
investments in associated bus companies compared with £231,050 
in 1943, and also £35,823 (against £35,325) from Hay’s Wharf 
Cartage Co. Ltd. The balance sheet shows a total payment by the 
company of £16,400,783, compared with £11,702,385 a year pre- 
viously, to the trust fund in respect of arrears of maintenance in 
terms of the railway control agreement. 


London & North Eastern Railway Company 


N accordance with the requirements of the Ministry of War 

Transport, the financial accounts for the year 1944 are again 
prepared in a condensed form and the statistical returns suspended. 
The report states that the net transactions in capital account 
relating to the assets of the company for the year resulted in a 
credit of £144,152. The Bill promoted by the company in the last 
session of Parliament duly received the Royal Assent, and in 
accordance with its provisions the London & North Eastern Rail- 
way Savings Bank was established on October 1, 1944; the savings 
banks formerly maintained by the company have been amalgamated 
with it. Certain Bills and Orders which affect the interests of the 
company have been deposited this session and they are receiving 
the careful consideration of the directors. 

Construction has continued, as far as practicable, in the case of 
those works or portions of works which it has been decided to 
proceed with under the Railways (Agreement) Act, 1935, and the 
London Passenger Transport (Agreement) Act, 1935. The report 
shows that the’ total sum expended under these heads up to 
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December 31 last, in the case of the Railways (Agreement) Act, 
1935, was {£3,447,847, and in the case of the London Passenger 
Transport (Agreement) Act, 1935, £7,032,272. In the matter of 
the superannuation and pension funds, it is pointed out that there 
is a contingent liability in respect of the actuarial valuation of the 
L.N.E.R. superannuation fund and the annual provision recom- 
mended by the actuary has been made. In respect of the super- 
annuation and pension funds not consolidated in the L.N.E.R. 
superannuation fund, the annual provisions recommended by the 
actuary have been set aside partly from revenue and partly from 
an existing reserve for superannuation liabilities. Dividend pay- 
ments for the past 10 years are shown in the following table :— 
1935 1936 1937 1938 1939 1940 1941 1942 1943 1944 


oO /o % % > °o ° /0 % 40 
Pref. ord.,5°%  ... Nil Nil Nil Nil Nil Nil Nil Nil Nil Nil 
2nd pref. 4% ~.... Nil $ 1Z~=Nil i 2 23 2% 23 23 
Ist pref. 4% ~ an 4 4 NI 4 4 a 4 4 4 
Red. pref.,5% ... 47 5 5 Nil 5 5 5 5 5 5 


The miscellaneous net receipts of £553,933 shown for 1944 include 
£476,939 (£476,155) dividends from associated bus companies. 
They also include £7,969 (£6,375) from Currie & Co. (Newcastle) 
Ltd. and £35,819 (£35,321) from Hay’s Wharf Cartage Co. Ltd. 
Results of the wee undertaking for the past three years are 
summarised in the accompanying table : 


1942 1943 1944 


Total expenditure on capital account ... .. 361,258,965 360,902,642 360,758,490 
Joint lines—Company’s proportion net revenue 350,558 350,558 350,558 


Miscellaneous receipts (net) *515,775 *528,651 *553,933 
Net revenue 10,700,599 10,655,441 10,753,279 
Profit on realisation of investments enh 135,419 35,066 
Appropriation to contingency fund ... aw 200,000 200, 00, 

Interest on loans and debenture stocks, etc. ... 4,212,387 4,210,137 4,207,887 
Dividends on guaranteed and preference stocks 6,296,411 6,379,089 6,379,089 
Balance after payment of preference dividends Dr.8,199 1,634 1,369 
Balance brought forward from previous year... 86,675 78,476 80,110 
Balance carried forward to subsequent year ... 78,476 80,110 81,479 


* Other than those included in financial arrangements with Government 


Since the last ordinary general meeting contact has been main- 
tained with the London & North Eastern Railway Stockholders’ 
Association. The directors of the London & North Eastern Railway 
Company recognise the value of the support of organised stock- 
holders’ opinion when dealing with many difficult problems, the 
solution of which will become a matter of urgency in the not too 
distant future. The directors record their appreciation of the 
efficient manner in which the staff of the company has carried out 
its duties under the difficult conditions caused by the war, and the 
report includes a statement of awards and commendations to 
members of the staff. At the end of 1943 railway staff were in 
receipt of war advances in pay at the following rates: salaried 
staff {53 6s. a year, conciliation staff and workshop staff 20s. 6d. 
a week (with proportionate advances to juniors and female staff). 
Negotiations during the early part of 1944 culminated in an agree- 
ment between the Staff Committee of the Railway Executive 
Committee and the unions, under which the war advance payable 
to salaried staff and conciliation staff was increased by 5s. a week 
(2s. 6d. for juniors), with effect from April 17, 1944. Under an 
agreement reached by the Railway Shopmen’s National Council 
similar increases were granted to railway shop staff from the same 
date. 


Southern Railway Company 


Con’ TROL of the Southern Railway undertaking by the Minister 

of War Transport continued during the year 1944, in accordance 
with the Order made under the Defence Regulations, 1939, and, as 
last year, a variation in the usual form of accounts and statistica] 
returns consequent on Government control has been authorised by 
the Minister of War Transport. Applications from the trades 
unions for increased rates of pay have been settled with the approval 
of the Minister of War Transport by an increase as from April 17, 
1944, in war advance payments to 25s. 6d. a week for adult male 
staff and 21s. 6d. a week for adult women, with appropriate advances 
for juniors. The report states that there is a contingency liability 
in respect of the actuarial valuation of the superannuation funds 
and the annual provision recommended by the actuary has been 
made. 

Dividends for the past ten years are given below :— 
1935 1936 1937 1938 1939 1940 1941 1942 1943 1944 


% % ‘° % % % % % % 10 
Pref.ordinary ... 5 5 5 5 5 5 5 5 5 5 
Def. ordinary ‘ak, an + I4 Nil iF 3 I} 13 13 2 2 


Among the miscellaneous receipts are £35,834 (£35,336) from 
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Hay’s Wharf Cartage Co. Ltd. In the following table the chief 
financial items for each of the past three years are summarised :— 


1942 1943 1944 
£ 


£ £ 
175,168,167 175,218,441 
39,705 Dr. 39,679 Dr. 

*193,255 *199,992 

6,913,514 6,999, 186 


175,269,286 

39, 577 
*197,305 
7,000,052 


Total expenditure on capital account ... anes 
Jointlines--Company’s proportion net revenue Dr. 
Miscellaneous receipts (net) aoe ake 
Net revenue ° oe ane ea 
Interest on loans, debenture stocks, etc. 
Dividends on guaranteed and preference stocks 
Balance after payment of preference dividends 
Dividend on ordinary stocks oan ira 
Rate per cent. 

Preferred ordinary... ae in is 5 5 5 

Deferred ordinary ; wih I 2 2 
Surplus or deficit (+ or —) ... one ae 11,340 4,394 — 3,528 
Balance brought forward from previous year... 101,336 89,996 85,602 
Balance carried forward to subsequent year ... 89,996 85,602 82,074 


* Other than those included in financial arrangements with Government 


2,243,167 2,243,167 2,243,167 
2,751,278 2,751,278 2,751,278 
1,919,069 2,004,741 2,005,607 
2 


,004 
1,930,409 ,009,135 2,009, 135 


The payment to the trust fund in respect of arrears of maintenance, 
etc., in terms of the railway control agreement is £19,257,906 
£13;626,171). 


Great Southern Railways Company 


HE report of the Great Southern Railways Company for the 
year 1944 was the last to be issued by the railway company 
before it was dissolved on January 1, 1945, under the provisions of 
the Transport Act, 1944, and on that date its undertakings with 
those of the Dublin United Transport Co. Ltd. merged in a new 
company named Coéras Iompair Eireann (Irish Transport Company) 
incorporated under the Act. The report shows receipts at £6,854,615 
compared with. 6,239,321 for 1943; expenditure was £6,101,512 
(against £5,631,604). Miscellaneous receipts (net) were £35,588 
against £34,057, giving a total net income of £788,691 which com- 
pares with {641,774 for the previous year. 
Some figures for the past two years are shown below :— 
1942 1943 1944 
£ £ £ 
31,237,580 31,338,555 
3,928,417 4,792,490 
3,721,520 4,437,131 
206,897 355,359 356,581 
252,358 396,522 
34,057 35,588 
641,774 788,691 
379,105 346,283 
275,000 
*233,180 77,727 
71,049 
23,338 
3 


60,856 
56,150 


31,327,821 
4,847,335 
4,490,754 


Total expenditure on capital account ... 
Railway gross receipts “ 
Railway revenue expenditure 

Railway net receipts ann Bee 

Net receipts from other businesses 
Miscellaneous receipts (net) 

Total net income she ane set 
Interest, rentals, and other fixed charges 
Special appropriations ... eos on 
Dividends on guaranteed preference stock 
Dividend on 4 per cent. preference stock 
Dividend on ordinary stock 

Rate per cent. - a 

Brought forward ... 
Carried forward ... 


3 
27,188 125,754 
125,754 60,856 


* For years 1941, 1942, and 1943 


On this occasion the directors recommend the transfer of wages 
staff pension fund of £100,000, to stock of materials reserve of 
£100,000, and to insurance fund of £75,000, and after paying interest 
on the guaranteed preference stocks and preference stocks at the 
full rates, and distributing 3 per cent. on the ordinary stock, a 
balance of £56,150 remains, which is placed to the credit of Coras 
lompair Eireann. 


Post-War Re-Absorption of Railwaymen 
from the Forces 


[* common with other large employers of labour, the British 

railway companies will be faced with a number of problems 
when the time comes to re-absorb within the railway service 
the many thousands of men who have been serving in the Forces. 
[he very magnitude of the draft which has been made on rail- 
way personnel increases the difficulties which will face the man- 
agements and consideration already is being given to the position 
which will arise. Upwards of 113,000 railway employees have 
left the service of the companies for the Forces or full-time Civil 
Defence, and nearly 3,000 hold commissioned rank. In addition, 
about 4,600 have been loaned to industry and some 240 to 
Government Departments. The total labour force of the railways 
is 668,000, of which 554,000 are men, and the total annual wages 
bill is of the order of £193,000,000. 

On another page in this issue we publish an article from a 
correspondent who is anxious for greater definition of the post- 
war status of railway personnel at present in the Forces and who 
puts forward a scheme for their re-absorption. Quite apart from 
their legal obligations in the matter, the railways will in any case 
desire to reinstate men who joined the Services as a result of 


March 2, 1945 


call up or who volunteered after obtaining permission from their 
company. But it is inevitable that some of the staff in the 
Forces may have been prejudiced by the practical inability to 
consider them when promotions have been made during their 
absence. Because of this, however, the companies are making 
arrangements to interview every man as he returns from the 
Forces and it is their intention to endeavour to fit him into a 
position most suitable in relation to his previous work and 
any special experience he may have gained in the Services. 

The problem obviously is difficult, as, indeed, the writer of the 
article recognises, for he refers to railway staff carrying out 
highly-skilled executive work in the Forces, and then suggests 
that it would not be equitable to judge a railwayman by the 
military rank he has attained, because in some circumstances a 
major may be doing more important work than a colonel. 
Obviously no invariable rule can be laid down; even the hypo- 
thesis that a man should not be any worse off than if he had 
not served in the Forces is untenable, for that would assume 
knowledge of the unknown—whether, for instance, if the person 
in the Forces if he had been available, in fact would have been 
selected for promotion; whether, in the light of all the circum- 
stances, he would have accepted it; or whether, indeed, he would 
have been a casualty from enemy action on the home front, as 
were a, number of his colleagues. 

The suggestion that each man should rejoin his company in a 
position one higher than the highest post reached by his 
immediate junior is open to a number of practical objections. 
Many posts have been filled four, five, or even six times since 
the outbreak of war. Moreover, in the case of ‘‘ immediate 
juniors ’’ who have been promoted for special knowledge or 
experience of branches of railway work which have assumed 
prominence in wartime operation, the qualifications of the return- 
ing railwaymen may be quite dissimilar from those required; nor, 
necessarily, would any greater skill or broadened experience 
derived from his period in the Services fit him for work of that 
particular kind, although it might well prove of value in some 
quite different branch of the railway’s activities. 

On our correspondent’s points relating to enlistment in 
Colonial or other overseas railways, it would seem that he is 
desirous of getting the best of all worlds. It should not be 
overlooked in this connection that the British railways are 
making up Service pay to full railway wages or salaries in the 
case of those employees who were in their employ for at least 
six months before the war, and in these circumstances it is 
scarcely reasonable to expect them to agree to such staff apply- 
ing for overseas appointments while still in the Forces. As to 
the duration of service agreements on overseas railways, in every 
case in which appointments have been advertised in The Rail- 
way Gazette this year—and this is also generally the case—it 
has been stated that there are prospects of permanent employ- 
ment. There seems to be no good reason in equity why the 
burden of risk of unsuitability should be borne solely by the 
engaging company. Many factors enter into suitability for ser- 
vice on an overseas railway, ard a number of them can be 
judged only by trial. 

On the general issue of re-absorption of British railway staff, 
it seems clear that the problem must be left to the companies to 
deal with in a generous way after the end of war with Japan. 
The duration of the war and the ultimate extent of our casualties 
are such unknown factors that it is decidedly premature to 
endeavour to frame rigid arrangements at present. The problem 
is similar to that which arose after the war of 1914-18, made 
more complex only by the greater length of the present conflict. 

One factor which it is essential should be kept well to the 
fore in the re-staffing arrangements of the railways after the war, 
is the need for optimum efficiency in every department. That 
will not be achieved if considerations other than the suitability 
on grounds of efficiency are allowed to weigh in filling railway 
appointments. The attainment of high rank in the Services is not 
of itself evidence of proficiency in railway operation, even if that 
rank has been won in Transportation and Movement Control, for 
there is a very wide difference between military and commercial 
transport—a difference which will be accentuated after the war. 
Even more does this apply to rank attained ‘‘ in the more com- 
batant arms.’’ An artillery major or an infantry colonel may be 
pardonably disappointed if there is little scope for his particular 
talents on a railway, in the commercial conduct of which there 
is normally no scope for gunnery, however brilliant. The placing 
of returned service men in industry is a problem which faces all 
branches of civil life, and all sections of the business and pro- 
fessional community. It is very great on the railways because 
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of the numbers involved, but it will not be eased, nor ulti- 
mately will it be achieved successfully, if Service achievements 
are confused with industrial ability. 


The Bridgebuilder in Peace and War 


L! COLONEL W. T. EVERALL, O.B.E., M.Inst.C.E., R.E., 

who has been mainly responsible for the design and 
development of standard types of military railway bridges 
adopted by the Allies, as mentioned in the article on page 208, 
is the subject of a portrait and biography on page 215. Though 
a civilian in peacetime, he is, in fact, the bridging expert at 
the War Office. For eleven years he was responsible—as Bridge 
Engineer and later as Deputy Chief Engineer, Bridges, on the 
North Western Railway, India—for the design, fabrication, and 
construction in the field, and also for the re-design and re- 
fabrication in the Bridge Workshops, of a considerable number 
of large bridges, lasting monuments to his ability. He was one 
of the pioneers responsible for introducing and developing weld- 
ing in bridgework and welded steelwork fabrication for all 
as well as for perfecting reinforced-concrete spans and 
other structures. So outstanding was his work during the 
1914-19 war and on the N.W.R., that Army Headquarters in 
India paid him the unique compliment of placing him in charge 
of many large bridge construction works throughout the wide 
network of N.W. Frontier military roads. This appointment 
was concurrent with his responsibilities on the railway, and was 
never before held by a civilian. 

Colonel Everall’s reputation is not confined to India, as he is 
recognised in many countries as an authority on bridgework. 
This fact has been borne out clearly by the deference paid to 
his opinions at sessions of the International Railway Congress. 
On retirement from India, his limitless energy refused to lie 
dormant, and he quickly plunged into investigations concerning 
the further development of welding in all its aspects, but 
especially as applied to bridges. Even before the war he had 
been invited by the War Office to investigate, as its Consulting 
Engineer, the possibilities of designing improved types of railway 
bridging equipment for rapid erection in the field. 

The scope of these investigations has been wide and varied as 
may be gathered from the following notes on the more important 
items of equipment designed and produced. In addition to the 
U.C.R.B. spans and light trestling described elsewhere in this 
issue, One of the first items dealt with was an all-welded 40-ft. 
deck-type railway span with four very shallow girders and 
waybeams, requiring a minimum of work in field assembly. 
For spans longer than those covered by the U.C.R.B. range, a 
through truss design has been standardised for 90-ft. to 120-ft. 
spans, capable of cantilever launching with a launching nose 
on specially constructed trollies. Together with trestling for the 
piers, this range of equipment has been adopted by the Railway 
Executive Committee for emergency bridge building. It has 
ilso proved most successful with the Allied Armies in moun- 
tainous Italy, and, like the U.C.R.B., has been accepted as 
standard by the U.S. Army Department. For still larger spans 
the E.S.T.B. type of railway bridge has a range from 100 ft. to 








purposes, 


400 ft., with a length of span adjustment to as close as six 
inches. Designed on the Meccano principle, even these large 
spans can be erected in the field very rapidly by sappers with 
brief training. For these spans a heavy T-type steel trestling 
has been evolved, variable in small height increments up to 


about 200 ft. Another product of Colonel Everall’s office is a 
design of heavy pile foundations to carry these large spans; it 
is easily transported by land and quickly constructed. That all 


this and other bridging equipment has proved so satisfactory 
in the field, and its ready adoption by the Americans as the 
Allied standard, is no small tribute to the designer’s ability. 


] 

His ingenuity has been utilised by the War Office for many 
purposes other than for railway bridgework. For instance, in 
connection with recent large-scale landing operations special 
equipment has had to be produced at short notice for quick 
issembly or operation at temporary or permanent ports. In 
this category is the V-type steel trestling for the rapid con- 
struction of marine piers and jetties and for the repair of 
damaged quays. Again on the Meccano principle, it can be 
built to any height, width, or length, and is strong enough to 
Tesist berthing shocks and to carry the heaviest tanks. Then 
for the rapid cross-Channel transport of locomotives and rolling 
stock, certain train-ferry vessels have been adapted to permit of 
unloading where terminal facilities on the other shore have been 
completely destroyed. The design of equipment for the con- 
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version of these vessels has been Colonel Everall’s responsibility. 
Loads up to 80 tons can be lifted off these ferries on to an 
unprepared quay or pier. Moreover, for opening up port 
facilities, an ingenious emergency lock gate equipment has been 
designed and successfully used; it is still on the secret list. 
Finally, the design and development of all the steelwork for 
the flexible roadways and the connecting links for the pierhead 
systems of the famous ‘‘ Mulberry’ prefabricated harbours 
were to Colonel Everall’s designs. The flexible telescopic 
spans, shaliow-draft floats, rapid coupling of the floating sec- 
tions, and special anchoring equipment are among the many 
innovations included. He is, however, anxious that it should be 
appreciated that in all this variety of work he has been ably 
assisted by Major A. H. Beckett, M.B.E., R.E., who has been 
responsible for a number of the features and especially the marine 
structures. We hope in a future issue to publish details of some 
of these interesting wartime railway and other developments. 


New Trends in Electric Locomotive Design 


NGINEERS the world over on railways which make use of 
electric traction, will follow with interest the latest develop- 
ments in Sweden, where for two years experiments have been 
taking place to determine the most desirable prototype for future 
standardisation for high-speed passenger traffic. The new loco- 
motives recently have been described in a paper read before the 
Institution of Locomotive Engineers by Mr. H. G. McClean. In 
our January 26 issue we commented briefly on the subject, and 
also published the first part of an abstract of the paper; in this 
issue the concluding portion of the abstract is published. 

Although no official information is yet forthcoming, it will not 
be surprising if some new main-line electrification schemes are 
introduced into this country after the war, in addition to the 
L.N.E.R. scheme already begun on the Sheffield-Manchester 
route. Suburban schemes in Great Britain invariably make use 
of the multiple-power-unit construction, so there is virtually no 
comparison with the type of service which the Swedish engineers 
had in view. In the latter case really large machines were 
required, capable of an output of no less than 3,500 h.p. (hourly 
rating), and they have been designed to haul 590 tons on grades 
up to 1 in 100; on the level with such a load their top speed 
is 84 m.p.h. 

The Swedish authorities did not allow themselves to be 
hustled into a ‘‘snap’’ decision when determining the features 
of the new standard type. A committee was appointed as long 
ago as March, 1938, and after having studied several contem- 
porary developments on the Continent, it whittled down the 
various possibilities for new types to four. Finally, three experi- 
mental locomotives were built; the mechanical parts of each 
were constructed by a different firm. We like this attempt by 
the Swedish State Railways to secure the co-operation of engi- 
neering firms in this way, and it is interesting to note that the 
A.S.E.A. organisation, on its own initiative, provided a new 
type of drive which it had developed. 

Opportunity was taken to conduct trials of alternative methods 
of suspension and articulation, as to the driving and carry- 
ing axles, the results of which are of considerable importance 
both to steam and to electric locomotive engineers. To the 
latter, also, the triumph of high-voltage over low-voltage control 
equipment is noteworthy. In this application, too, direct current 
has been found to be superior to alternating current, sothe former 
will be standardised in future on the Swedish State Railways. 
The comparative tests conducted on Krauss bogies and Bissel 
running axles were particularly valuable, as they enabled direct 
comparisons of the forces between wheels and rails to be made. 
Mr. McClean’s paper describes the measuring device for axial 
thrust, and the modification made to enable readings to be taken 
direct from the rail, in yiew of the somewhat indefinite kind of 
records obtained with the original rig, which was connected to 
the bearings of the axles concerned. 

Externally these locomotives have a very neat and well- 
finished appearance; several views from various angles were 
shown in lantern slides by Mr. McClean when presenting the 
paper. In view of recent correspondence in our columns on the 
necessity or otherwise for streamlining main-line locomotives, it 
is interesting to quote the present paper, which, it may be noted, 
deals with locomotives required to travel at speeds as high as 
84 m.p.h.: ‘‘ Since the locomotive must be reversible and the 
rolling stock hauled is generally of standard type, there was no 
great technical merit in streamlining the locomotive because the 
maximum proposed speeds do not exceed 84 m.p.h.”’ 
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Railway Re-Employment of Staff in the Forces 


From a Correspondent 


THERE are broadly three main categories of railway personnel 
now serving in H.M. Forces and they might be divided 
roughly as follow: 


(a) Officers and men who enlisted in the Territorial Army, 
Supplementary Reserve, and Territorial Army Reserve before Sep- 
tember 2, 1939, and were called to the colours either immediately 
before that date or from three to six months afterwards. : 


(6) Officers and men who were called up in their age groups 
in accordance with the National Service Acts. 

(c) Officers and men who volunteered before their age groups 
were called and who were released by the railway company. In 
this group might be included the personnel of Empire and Foreign 
Railways who have come forward freely in the present war. 

So far as present regulations are concerned, groups (a) and (b) 
are covered by the ‘‘ Job Back Guarantee.’’ The position of men 
in group (c) does not appear to be very clear, though providing 
that the railway company concerned agreed to their release, from 
what is heard there appears to be no reason to think that they 
will be treated differently from personnel in groups (a) and (b). | 

If the present war had been over in, say, twelve months from 
its outbreak, there would have been very few problems to solve 
that would not be covered by the ‘‘ Job Back Guarantee.’ 
However, it is now five years since the pe rsonnel in category (a) 
were called up, and a large proportion of men in (b) and (c) have 
served probably from three to five years in the Forces. 

The first question to consider is what has happened so far as 
the wages grades are concerned. Obviously, there have been 
many retirements from wages-grade posts, and also many of the 
men remaining with the railway companies, by now, have 
received promotion into salaried positions, such as foremen and 
inspectors. Generally, it is hard to believe that a man in the 
wages grades, who, by virtue of ability and seniority, normally 
would have been promoted to a salaried position, has had that 
same chance while he has been serving in H.M. Forces. 

Apart, however, from those particular cases, within the general 
body of wages-grades personnel, some trade unions have been 
very successful in obtaining substantial advantages for their 
members. As an example, excellent agreements have been made 
by the N.U.R. and the A.S.L.E. & F. in respect of footplate 
staff. Drivers and firemen serving in H.M. Forces receive their 
link promotion while they are serving, and passed firemen and 
passed cleaners are promoted to permanent drivers and firemen 
respectively within their promotional pocket or area. In addi- 
tion, a very important point is that passed firemen and passed 
cleaners who are serving in the Forces are credited with driving 
and firing turns respectively, which they would have worked in 
accordance with their seniority and local agreements, if they had 
not been in the Forces. It is understood that these turns are 
computed on the basis of turns worked by the next junior man 
at the depot concerned. A further important point also has been 
conceded for footplate staff. Where a driver has been retained 
in the railway service after the normal retiring age of 65, all 
passed firemen and passed cleaners, including those serving in the 
Forces, receive credit for one turn for each day the retired 
driver works. This is, of course, down to the seniority bar of 
the passed firemen and passed cleaners respectively. This agree- 
ment appears to be excellent, both for the serving man and 
the man who has remained with the railway company through 
the difficult war years, and has endured heavy bombing, long 
hours of duty and often the loss of a home due to enemy action. 

The second question to consider is what has happened so far 
as supervisory and clerical staff are concerned. Many retirements 
have taken place since September, 1939, and, of course, these 
vacancies have been filled, sometimes on a permanent basis and 
sometimes in an acting capacity. One hears that occasionally an 
officer or man serving in the Forces has received ‘‘ paper ’’ pro- 
motion. An important point appears -+to be that there is little 
or no uniformity so far as serving personnel receiving ‘‘ paper ”’ 
promotions, either so far as the railways as a whole are con- 
cerned, or even in one particular company so far as its different 
departments or divisions are concerned. One particular railway 
may appear to give no promotion at all to its personnel in H.M. 
Forces; another railway has some departments where serving 
personnel are promoted, and in other departments of the same 
railway the serving personnel hold the same positions as they did 
in September, 1939, or on call up. 

The whole question of promotion of supervisory and clerical 
staff is somewhat different from that of the wages grades, as 
members of the former are faced with the “‘ suitability ’’ clause 
in the matter of promotion. Another point to be borne in mind 
is that many of the supervisory and clerical staff have been 


serving overseas in the Forces, and it has been virtually impos. 
sible for them to have applied for any advertised vacancies. It 
appears that promotion for supervisory and clerical stafi has 
been left more or less to chance, and this is apparently causing 
considerable concern to those personnel at present serving in the 
Forces. 

A point which will no doubt cause considerable difficulties in 
re-absorption of personnel into the railways, concerns the lower 
grades, say Class 5, Class 4, or Class 3 supervisory or clerical staff 
who, while with the Forces have reached fairly high ranks, especi- 
ally in the departments of Transportation & Movement Control 
The greater scope that the army has given has shown that many 
of these younger and lower salaried railway staff have been found 
capable of carryng out important and highly skilled executive 
work, to which in civilian railway employment normally they 
would have stood little chance of obtaining. It is not always 
fair to judge a railwayman by the rank he has obtained in the 
Forces, because many of the staff have preferred service in the 
more combatant arms. For instance a field company or field 
squadron commander, Royal Engineers, ranking only as a major 
should not be placed in any position or have any feeling of 
inferiority to a full colonel who has used his technical know- 
ledge, quite rightly, in a staff or base appointment concerned with 
military railway, operation. 

The final point on the question of relative experience and 
sérvice rendered is the necessity to deal with the position of the 
staff who have remained with the railway (often against their 
will, as many would have preferred to serve in the Forces). In 
the United Kingdom they have been through the ‘“‘ heat and 
burden of the day ’”’ of an intensive period of strain, due t 
enormous traffic demands, which probably has never been equalled 
in railway history. They have performed their work in condi- 
tions of great danger and discomfort. on short rations, and with 
few or no opportunities for recreation or amusement due to the 
long hours they have had to work. 

For those skilled railwaymen of the supervisory and clerica 
staff who have gained greatly added experience in their profession 
during this war, and who want to take up an appointment with 
a British-Colonial or foreign railway, there are many very vexed 
questions which appear to be giving these men great concern. It 
is obvious from the columns of The Railway Gazette that many 
appointments are being advertised for employment in Colonial 
and British-owned overseas railways, but the man in the Forces 
is completely helpless and is barred from making any application 
This not only effects the younger men of 25 to 28, but is an 
even greater hardship to men of 36 or 38, who, in many Cases 
were considering going overseas to a Colonial railway appoint- 
ment when they were, say, 28 to 30, which was in 1938-9. It is 
understood that there have been certain opportunities given to 
serving officers and men to apply for railway employment with 
Colonial railways, but the inadequacy of the opportunity becomes 
apparent when it is considered that there is no guarantee 0: 
permanent pensionable employment, but only of a few years 
under contract 

In conclusion there appear to be two main points which 
require a definite agreement on the following possible lines :— 

(1) That as it is difficult to judge a man’s “ suitability ’’ when 

he has been away from the railway for five years, and many 
of his chiefs who could report favourably or unfavourably on the 
particular man probably have retired, by far the fairest method 
of re-absorbing supervisory and clerical staff into the railway 
service would be on a strictly seniority basis; that is, the man 
concerned, irrespective of his military rank, would rejoin the rail- 
way company in a position one higher than the highest position 
reached by his immediate junior in accordance with that junior's 
grade of seniority position in the railway service. 
' (2) So far as concerns personnel who wish to take up appoint- 
ments on Colonial or British-owned overseas railways, it seems 
grossly unfair that, due to their military service, these men 
should be barred from making application, and being considered 
for, and released, if successful, for these appointments. There- 
fore, there should be some effort made by the responsible 
authorities concerned to bring forward a clear-cut scheme for 
these men, so that they may have a fair chance with the non- 
serving civilian, and the appointments should guarantee security 
of employment and pension. We do not want to see officers and 
men from the Forces employed on an overseas railway for two, 
four or six years, and, having given that railway the benefit 
of their experience not only before the war, but during the wat 
so. far as military operations are concerned, and then discarded 
with a miserable type of gratuity on the basis of, say, £25 for 
each year of service. 
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March 2, 1945 


LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


* British Work on Persian Railways” 


334, Abbey House, 
Westminster, S.W.1. February 20 
To THE EpiTor or THE RalLway GAZETTE 

Sir,—I have read with the greatest interest Parts 1 and LI, 
lescribing the work of the Royal Engineer Operating & Work- 
shops Railway Companies and the conditions as they found them 
and under which they had to carry out their difficult task. 

You are really to be congratulated on the appearance of this 
article as, although all of us take our hats off to the marvellous 
railway work done by the Americans and the speed with which 

ng stock and supplies have been forthcoming, at the same 
time it is not to say that no reference should ever be made to 
what our men have done and are doing, and also the contribu 
ion made by the British railway equipment industry. 

[he purpose of my rushing into print is merely to supplement 





the information already given. In the first place I think the 
word ‘‘ British ’’ should follow ‘‘ 104 oil-burning W.D. 


ngines '’ as these were also built by British locomotive builders, 
aking a total of 143. 

Further, the six German (Krupp) Santa Fe type engines, 
1 1 from China, were re-designed in this country to bring 
them within the Persian loading gauge and make them suitable 
for their standards; thus new cabs, oil burning equipment, and 
new buffing and drawgear arrangements were manufactured by 
the locomotive industry in this country and sent to Persia, 
where the necessary alterations were carried out. 

Further, very large quantities of spares for the British loco- 
motives were also manufactured here, although because of other 
war priorities they arrived too late to help in the early troubles. 
Also, 49 sets of saddle castings, etc., for the 49 German 2-8-0 
ngines were delivered to rectify structural weaknesses which 
had appeared in these engines to enable them to be put back 
mto service. 

As regards the troubles experienced with the British engines, 
these principally applied to the first batch, which were taken 
straight from British railways so that they could be delivered in 
the quickest possible time and, obviously, certain features of 
the design were unsuitable, such as the length of the elements, 
which quickly burnt with oil fuel, and the type of injector, 
vhich was never designed for the temperature of the feed water 
found in Persia which, as stated, sometimes exceeds 100° F. It 
light be pointed out that these special conditions, including the 
l-burning equipment, were known in this country, as British 
locomotives had been delivered prior to the war to those rail- 
vays and had proved very satisfactory machines. It might also 
be mentioned that everything was done in a tremendous rush, 
which is hardly the correct atmosphere for things to be faultless. 

From my own experience of Persian conditions it is my 
opinion that no praise is too great to pay our railway troops 
for the way they tackled this difficult and exasperating job. 

Yours faithfully, 
W. CYRIL WILLIAMS 





= 





Business Hour Train Travel 


112, Derwent Avenue, 

East Barnet, Herts. February 15 
fo THE EpiToR oF THE RaILway GAZETTE 
SiR,—The railway companies have informed the country from 
time to time about the part they have played and are playing 
in the war effort and it must be admitted that a good job has 
been well done. I have begun to wonder, however, why they 
allow their performance to be marred by the way in which they 
appear to treat the carrying of passengers by their local services 
during business hours, because I consider the getting of people 
to work on time is a very important piece of war work. The 
man-hours lost by erratic running of trains must be considerable, 
although I admit that this statement is based only on my own 

experience travelling by one railway and on one route. 

This is on the L.N.E.R. line from Oakleigh Park Station to 
Kings Cross, a route which the residents of both Oakleigh Park 
and East Barnet are almost forced to use because there is no 
convenient alternative means of transport by which they can 
travel to the City. Many passengers consider that the 8.26 a.m. 
train from Oakleigh Park Station is a suitable train and by 
changing at Wood Green should enable them to reach Kings 
Cross at 8.50 a.m. Unfortunately, the 8.26 a.m. train and its 
connection from Wood Green are seldom on time, but the pas- 
sengers do not mind this so much as long as the train runs. 
During the past three months it has been cancelled frequently 
without any effort on the part of the staff to notify the public; 
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the result has been that passengers have to hang about waiting 
in vain. 

Admittedly we have been well warned, but the public should 
be informed if a train has been cancelled. Oakleigh Park is a 
station where you never see a stationmaster, and seldom a 
member of the staff except those responsible for taking your 
money. 

To add insult to injury, whilst we are waiting for the train 
that does not run, we see at least two trains pass through 
without stopping, the first being the 8.21 a.m. train from New 
Barnet. Although not professing to understand the intricacies 
of operating, the waiting passengers are at a loss to understand 
why this train cannot be stopped at Oakleigh Park on the 
mornings when the 8.26 is withdrawn. Surely the authority to 
stop the train should be invested in a local stationmaster and 
not left to a control buried somewhere in the country. 

This is a long-standing complaint and if the railway company 
cannot run a train shown in the timetable more frequently, 
then it should be cut out altogether and the passengers, knowing 
the position, could make alternative arrangements. 

Yours faithfully, 
E. C. CHALMERS 


Unknown People and Their Parliament 


‘* Hillside,’’ Colwyn Crescent, 
Rhos-on-Sea, 
North Wales. February 19 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—May I ask space in which to thank Mr. Ashley Brown 
for his courteous reply to my letter and for the amplification of 
his. remarks which he has now given? 

I agree, of course, that an economy which does not permit a 
man any choice as to where and at what he will work is far 
from ideal, and I am chiefly concerned to deplore any swing of 
the pendulum which would bring in an economy of laisser-faire 
at all costs, a policy which can be said, not unfairly, to mean 
‘ devil take the hindmost.”’ 

That principle, I think Mr. Brown will agree, has figured much 
too prominently in human affairs and its elimination from the 
post-war world is something to which both Parliament and people 
cannot address themselves too persistently. 

Yours faithfully, 
A. RICHARDSON 


Scottish or English 


Clacton-on-Sea. February 26 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—May one dilate on the note in last week’s ‘’ Scrap 
Heap ’’? The subject is worth a little more space. On the old 
Scottish railways “‘ Plant Superintendent ’’ was the title of the 
rolling stock controller; amongst Doncaster railway workers “‘ the 
plant ’’ ‘signifies the shops of the Chief Mechanical Engineer, 
L.N.E.R. In Scotland ‘‘ thirled wagons’’ are those set aside 
for the traffic of particular traders: English railwaymen might 
say ‘‘ allotted wagons.’’ North of the Border real property 1s 
spoken of as ‘‘ heritable’’ and to ‘‘dispone’’ it is to convey 
it legally to a new owner. Lord Macmillan has written interest- 
ingly about such ‘‘ words of style’’ which are part of the 
stock-in-trade of the Scottish lawyer or man-of-business, as his 
clients often call him. 

Mr. George Davidson, who was General Manager & Solicitor 
of the Great North of Scotland Railway until 1922, brought one 
or two of these terms south when he became Divisional General 
Manager, L.N.E.R., York. If he had been kept for hours at a 
meeting, he would remark that we had got through a long 
‘ sederunt.”’ He liked to take a tangled matter to 
‘avizandum ’’—defined in dictionaries as private consideration 
of a case by a judge before giving judgment. Both words point 
to the connection between Scottish and Roman law mentioned 
in your note. So does the designation of ‘‘ procurfator-fiscal *’ 
for the prosecuting officer in Scottish criminal actions. In the 
Roman law courts three decisions were possible—guilty, not 
guilty, or not proven. A Scottish jury still has the same freedom 
in framing its verdict. 

As a further piece of supporting evidence, Writers to the 
Signet comprise the principal class of Scottish solicitors. These 
‘writers ’’ were originally clerks in the king’s secretariat and 
prepared for passing under seal warrants which were known as 
signatures because they bore the king’s “signet. The docu- 
ments would be full of words of Latin origin, for that language 
has always been venerated by the Scots, the holder of the 
Latin chair at their Universities being styled Professor of 
Humanity. 

> Yours faithfully, 
R. BELL 
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The Scrap Heap 


Three thousand five hundred mirrors in 
railway carriages were smashed or removed 
during one year, it was said in a police 


court case recently 


7 - 





- 


CiviIL SERVANTS AND ARMISTICE Day 

Our civil servants are being warned that 
on Armistice Day they will be expected to 
behave in a dignified way and not be 
become inebriated. It might help them 
to control themselves if they reflect that 
we shall be far less willing to put up with 
them all after the war than we are now. 
Any celebrating they do will be largely (let 
us hope) farewell celebrations.—From ** The 
Evening News.” 

* * - 
G.W.R. Foop Facts 

Twenty-five thousand cases of canned 
food were despatched by G.W.R. to the 
liberated areas in a recent week. 

Eight hundred and fifty thousand eggs 
arrived at Cardiff by G.W.R. from Ireland. 

One thousand tons of biscuits are 
despatched by G.W.R. every week to the 
liberated territories 

Thirty-three thousand six hundred rab- 
bits arrived from Ireland by G.W.R. ina 
recent day. 

Two hundred thousand broccoli arrived 
from Cornwall in one day for the London 
market 

One thousand tons of swedes collected 
from farms in the West Country were sent 
by G.W.R. to liberated territory in one 
week 

[wo thousand boxes of tulips, narcissi 
and daffodils arrived from the Scilly Isles 
by G.W.R. ina week for Covent Garden 

Five hundred boxes of  primroses, 
anemonies, snowdrops, and violets arrive 
every day by G.W.R. from the West 
Country for Covent Garden 
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During the war Government Depart- 
ments have become not a little drunk with 
power and we have to see that they do not 
get delirium tremens.—Sir Waldron Smithers 
Conservative M.P. for Chislehurst, in the 
House of Commons. 


* * * 


STEAMERS ON CANAL 

We are glad to learn that steam naviga- 
tion is now applied to canals with perfect 
success A small steamer with Kibble’s 
patent is regularly plying on the Forth & 
Clyde Canal, dragging swift passage boats 
at a speed equal to that of horses. The 
patent consists of a pair of wheels at each 
side of the vessel, having an endless chain 
over each pair, with floats attached. They 
are put in motion by a shaft from the 
engine.—From ‘‘ The Scotsman”’ of Febru- 
ary 8, 1845 


* * ~ 


100 YEARS AGO 


[From THE Rattway Times, March 1, 1845) 


RISTOL AND EXETER RAILWAY 
COMPANY .—At the Half-yearly General Meeting 
of this Company, held at the White Lion Hotel, in the 
City of Bristol, on Thursday, the 27th of February , 1845, 
PREDERICK RICKBiTS, Esq., in the Chair; 
It was unanimously Resolyed—~ 
Ist— Thar the Corporate Seal of this Company be affized 
to the Register of Proprietors now produced. 
2nd—That the Report of the Directors now read be re- 
ceived and adopted ; and that they be requested to send 
a copy thereof to every Proprietor. 
3rd—That a Dividend of £h 8s. per Share, for the Half. 
year ending on the 6th day of April next, be declared 
payable after the 30th of the same month, free of income 


tax. 

ith—That Edward Divett, Esq., M P., Mr. Samuel 
Lueas. Dr. Miller, and Mr. Charles B. Fripp, be re-elected 
Directors of this Company. 

Sth—That the best thanks of the Proprietors be given 
to the Directors for their able and zealous management 
of the affuirs of this Company 

6th—That the best thanks of the Proprietors be given 
to the Secretary for the zeal, attention, and talent, with 
which he has promoted the interests of this Company, 

The Chairman having quitted the Chair, 

It was also Resolved by acclamation— 

7th—That the best thanks of this Meeting be given to 
Frederick Ricketts, Esq., for his able and judicious con- 
duct in the chair, 








Station Indicators in Railway Carriages 





Railway station indicator in experimental use on the District Railway 
50 years ago 
[Reproduced from “‘ The Sketch’’ of May, 1894 
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L.N.E.R. plate which has travelled 
with the Queen’s Own Yorkshire 
Dragoons from Louth to many 
North African and Italian battle- 
fronts, and has now been returned 
to Mr. George Mills, L.N.E.R.. 
Divisional General Manager. 


* * * 


FALSE MODESTY 

The American Army authorities rightly 
make no bones about letting Europe 
recognise their locomotives and wagons 
behind the lines. Each one has “‘ U.S. Army 
(or U.S.A.) Transportation Corps,’’ boldly 
painted on each side Not so our own 
Photographs in the technical press show a 
minute ‘“‘W.D.”’ on the tenders of the 
British Army locomotives. What a con- 
trast—and how many French, Belgian or 
Dutch people know what “ W.D.”’ means 
anyway. Why nota bold Union Jack painted 
on every one ? Can we blame Europe if she 
underestimates our war effort ?—Mr. John 
Elliot in a letter in ‘‘The Times”” . 


* * * 


LuxuRY TRAVEL 

Recently passengers arriving at an 
aerodrome in this county were taken on to 
London by a special train consisting of four 
coaches. Of these two appeared to be 
empty and the other two were Pullman cars 
in which travelled the only passengers, 21 
of them In Parliament on February 14 
Mr. Richard Law stated that our own rail- 
ways were already overloaded ; if this is 
the case the provision of special trains for 
the B.O.A.C. is surely very incongruous 
The passengers, some of whom had been 
absent from the United Kingdom for many 
vears, naturally appreciated the comfort, 
but at least one of them considered that 
this luxury was altogether out of line with 
present-day living and travelling conditions 


in the United Kingdom.—‘‘ One of | the 
Passengers ’’ in a letter to ‘‘ The Times.” 
« < * 


TAILPIECE 
victories, the 
continues) 
The Slav moves on, the beaten foe 
Must “ rectify his front ”’ in haste. 
Be jovful—yes! Be careless—no ! 
A still small voice says ‘‘ Do not waste ! 
It is a sin 
To revel blindly in 
Expenditure of rubber, paper, brass or tin 


(In spite of need jor salvag 


The Briton and the Yankee too 

Are conquering on the Western wall. 

Most precious in the fighter’s view 

The things you may account but small. 

You will not best 

Support them East or West 

By feckless use of paper, fuel and the rest. 
E. C. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Railway Annual Report 

[he report of the General Manager of 
Railways for the year ended March 31, 
1944, which was issued recently, reflects a 
period of record traffic, revenue and 
expenditure. In many respects, too, due 
to war conditions, it was a year of record 
difficulties ; but in spite of these, £3,431,000 
was spent on improving existing lines and 
traffic facilities generally. Plans for post- 
war development also were pushed forward. 

Revenue from almost every source 
reached new high levels; but expenditure 
o to a much greater extent, and reached 
the stage where it overtook revenue—the 
logical outcome, states the report, of a 
position where, on the one hand, working 
costs were rising rapidly, and, on the other 
hand, the Administration’s rates, fares and 
charges had remained more or less at their 
pre war level. 


oTew 


Expenditure on Improvements 


The amount of £3,431,000 referred to 
above (an increase of £507,000 over the 
previous year), does not include capital 


expenditure on new harbour works or line 
construction ; 1t covers only the strengthen- 
ing of bridges and culverts; provision of 
additional tracks; strengthening, relaying 
or regrading of lines; erection of buildings 
or workshops; improvement of traffic 
facilities; electrification of tracks; and 
installation of new signalling, telegraph and 
telephone equipment. 

The policy of increasing the capacity of 
existing lines by the provision of additional 
tracks was continued. The estimated cost 
of works chargeable to this head in the 
1943-44 estimates amounted to £1,397,000, 
which included expected expenditure on a 
number of post-war items. During the 
vear, 90 miles of track was relaid, 52 miles 
re-railed, and 57 miles re-sleepered. Some 
30 miles was relaid with 96-Ib. rails, 
bringing the total length of track thus laid 
to 2,490 miles. 


Post-War Development 
Good progress, states the report, has been 


made with the formulation of a compre- 
hensive programme of post-war works 
which can be put into execution with a 


minimum of delay, and so facilitate the 
transition from war to peace conditions by 
providing immediate employment for a large 
number of returned soldiers. It is empha- 
sised, however, that no scheme is accepted 
merely for the sake of providing employ- 
ment; it must be essential to future 
transport needs. Many important post-war 
works have already been agreed, and pro- 
estimated to £30,000,000 were 
approved by Parliament in the 1944 session. 
Further undertakings accepted for inclusion 
in the programme will be submitted to 
Parliament during the current session. 

The Post-War Development Committee, 


also 


jects cost 


set up under the Chairmanship of the 
General Manager, worked energetically 
during the year, and held 20 meetings 


since June, 1943. Apart from the large 
number of individual items considered, the 
committee has drawn up a tentative pro- 
gramme of railway electrification and a 
comprehensive housing scheme. It has 
now under consideration a_ large-scale 
programme of rolling-stock construction. 
Closely affecting the success of post-war 
reconstruction is the availability of ma- 
terials. The position in this connection is 
reviewed frequently by the committee, and 
contact is maintained with the Union 


Government’s representatives in London 
and Washington, with a view to post-war 
requirements being met. Another matter 
to which attention has been given by the 
committee is the possibility of effecting 
improvements in the design of coaching 


stock, 
CANADA 
C.N.R. Fuel Economy 
Mr. H. C. T. Boyd, Canadian National 


Railways representative on the railway sub- 
committee of the National Coal Conserva- 
tion Committee, stated recently that in 
21 years the C.N.R. had reduced the annual 
consumption of coal by 42 lb. a thousand 
gross ton-miles. In 1923, 154 lb. a thousand 
gross ton-miles was consumed. That had 
been reduced to 115 lb. in 1942, to 117 lb 
in 1943, and to 112 lb. in 1944 (with the 
last two months estimated). The reduction 
of 5 lb. in 1944 compared with 1943, he 
said, might seem insignificant, but—based 
on 1943 traffic, it meant a saving of more 
than 197,000 tons. 
3.T.C. on C.N.R. Halifax Main 
Line 

Some striking figures have been published 
concerning the centralised traffic-control 
which was brought into operation in Febru- 
ary, 1944, over 185 miles of the Canadian 
National Railways Quebec-Halifax main 
line between Catamount, 12 miles west of 
Moncton, New Brunswick, and Truro, Nova 
Scotia, 16 miles west of Halifax. Over one 
section of 125 miles, between Moncton and 
Truro, a comparison of one month’s opera- 
tion, before and after the introduction of 
c.t.c., showed that the average overall time 
of freight trains had decreased from 9 hr. to 
6 hr. 54 min., with an increase in average 
speed from 13-8 to 18-1 m.p.h., in spite of 
the fact that in the later month 115 addi- 
tional trains were operated over this single- 
track route. Gross ton-miles showed an 
increase from 134,955,395 to 154,749,549 
The General Railway Signal Company was 
responsible for the installation. 


UNITED STATES 


Derailment of the ‘‘ Challenger ’’ 

A serious accident took place on the 
Southern Pacific on November 8, when the 
“ Challenger,” a through Chicago & North 
Western—Union Pacific—Southern Pacific 
express between Chicago and San Francisco, 
was derailed at 5 a.m. near Colfax, Cali- 
fornia, 145 miles east of San Francisco. 
The locomotive and ten passenger vehicles 
left the track in a cutting; two baggage 
vans and five passenger coaches came to 
rest on the side of the cutting, one coach 


having crushed in the roof of another. 
Nine persons were killed, and 73 were 
injured. Information is not yet available 


as to the cause of the derailment. 


Line Improvement on the Missouri 


Pacific 
A deviation just to the west of St. Louis, 
on the Missouri Pacific main line from 


St. Louis to Kansas City, has just been 
completed and brought into use, thereby 
cutting out a section of track which has 
acted as a bottleneck on this important 
route. The relocation is only 4,400 ft. in 
length, but it has eliminated two tunnels 
with scant clearances, some sharp curvature 
which restricted passenger-train speeds to 
a maximum of 55 m.p.h., and some heavy 
grades. Formal approval of the War 
Production Board is now awaited for the 
doubling of this line from L.H. Junction 
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at Valley Park to H.I. Junction, Kirkwood, 
a distance of 3 miles; and when this has 
been done, the main line will be double 
throughout between St. Louis and Kansas 
City, 279 miles, except for two short lengths 
of single track over the Gasconade and 
Osage river bridges. 

Further west, some costly work in raising 
the line above maximum flood level is in 
progress on the River Sub-Division between 
Cole Junction and Boonville. For 7 miles 
west of Cole Junction, the line is being 
raised 4 ft., and the work is nearly com- 
plete. At Arve Spur and west of Lupus, a 
total of 6 miles of lifting on to a new em- 
bankment is now complete. Work on an 
8-mile stretch near Wooldridge is nearing 
completion. The record flood of 1943 
showed that even the new height of track 
may not place the line entirely out of 
the reach of flood water, but no further 
lifting is contemplated pending the Govern- 
ment’s decision as to further flood-control 
work. 

Conversely, the completion of important 
flood-control projects considerably further 
south, in Arkansas, has made it possible, 
between McGehee and Arkansas City, to 
do away with 5,470 ft. of high timber 
trestle, and to replace this with embank- 
ments at a considerably lower level, with 
a total of 1,043 ft. of trestle only, over 
five streams crossed en route. ; 


CEYLON 


Effect of Road Competition 

The effect of road competition on the 
Ceylon Government Railway, before and 
since the war began, is shown in a state- 
ment included in the recent memorandum 
on the post-war development of transport 
of Mr. S. W. Nelson, Director of Transport. 
The railway’s gross receipts, which had 
reached Rs. 324 million ten years earlier, 
dropped in 1938-39 to less than Rs. 154 
million. In 1939-40 the receipts exceeded 
Rs. 17 millions, and there was a further 
increase in the next year. Then came the 
Japanese war, with all the restrictions 
which its effects imposed on road transport 
and the increase of emergency traffic. -The 
result was that the railway revenue rose by 
nearly Rs. 10 million to Rs. 284 million in 
1941-42. In the next year it almost 
touched the Rs. 40 million mark. 


Improving Travel Conditions 

The question of improving the conditions 
of railway travel on the Colombo-Trinco- 
malee-Batticaloa section is being considered 
by the Ministry of Communications & 
Works in conjunction with a report made 
by the railway authorities. 

It is stated, so far as the railway is 
concerned, that no substantial improve- 
ment could be effected at present by way 
of expediting runs _ between Colombo, 
Trincomalee and Batticaloa without chang- 
ing the policy on which the present train 
service for the whole island is based, and 
without adding to the total mileage of the 
service. Further, the long halts at some of 
the stations, it is pointed out, are inevitable 
in the present service, on account of goods 
traffic. The shortage of rolling stock is 
another factor which has added to the 
difficulties of providing a quicker service. 

Considerable improvements to the rail- 
way also are said to be essential if trains 
are to be accelerated, and this is not 
considered possible in existing conditions. 
It now takes a passenger a night and half 
a day to travel from Colombo to Batti- 
caloa, a distance of 217 miles. 

It is proposed, however, to improve the 
accommodation in trains and at stations, 
and in other minor ways to better the 
services, 
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Electric Traction Section 


Mechanical Design of the Latest Class “ F ” High-Speed 


Electric Locomotives, Swedish State Railways*—II 


Individual axle 


HE three experimental locomotives 
went into service during 1942, and 


had each run 63,000 miles by mid- 
1943. By December, 1943, they 
had run 125,000 miles each, were 
due for overhaul, and decisions on 


certain of the design features were made. 
The tests were made largely on normal 
express-service runs between Stockholm 
and Malmé, but because of track condi- 
tions a speed of 85 m.p.h. was only pos- 
sible on a track length of some 60 miles. 

From the mechanical point of view, for 
a general type of locomotive, the running 
of all experimental units has been good and 
there is every indication that the wheel 
arrangement selected was a sound choice. 
Starting tests, too, have shown that the 
adhesion available for individual axle drive 
compares favourably with that for side- 


drives favoured 


and there is no sliding, but movement is 
taken up by shock absorbers with spherical 
cups which do not require lubrication. A 
third design required no lubrication; it is 
a design tried at the wish of A.S.E.A. on 
its own responsibility (Fig. 4). 

From the initial test runs some general 
impressions were formed as to the com- 
parative merits of the Krauss and Bissel 
guiding axles. The lateral strains were 
smaller than might have been expected at 
the speeds and on the curves involved. 
The lateral pressures were lower than the 
corresponding figures for side-rod_ loco- 
motives, as expected. The Krauss bogies 
took the curves rather more smoothly 
than the Bissel, but both were very good. 

During subsequent detail tests the com- 
parative effects of the locomotives on the 
track were studied by measuring the lateral 


rod locomotives, and in service the maxi- forces both on the locomotive itself and 
TABLE Ii 

Locomotives 601 60! 602 603 603 
Coach weights (tons)... ses o— ror 627 590 590 + 40 590 632 
Run time (gross) ... pe = Th. 40m. Th. 28m. 8h. 48m 8h. 09m. Th. 33m. 
Runtime (net) ... sais wie cal ... Th. 06m. 6h. 45m Th. 26m Th. 10m. Th. 18m. 
Average speed (m.p.h.) ... = ae aes 53 55-1 50 52 5! 
Number of stops ... en baa iad sii 6 i 15 9 3 
K.W. hours through pantograph 9,120 9,300 10,380 9,990 9,570 
K.W. hours through drawbar 6,197 6,199 6,064 5619 6,061 
Efficiency (per cent.) ... 67-9 66°6 58-4 58-2 63-3 
Amperes*® * hours (10°) 143-2 150-2 173-0 145-8 149-5 
R.M.S. current ad oat ‘ile pat. 4,320 4,480 4,440 4,440 4,560 
Watt-hours per ton-mile ve wee ene 33-2 35-9 38 38-6 34-8 


mum tractive effort is regularly obtained 
without sanding. Table II gives details 
of 5 test runs on all three locomotives, all 
over the same route. 

The Swedish railways made tests to 
determine the dynamic augment (the blow 
occurring when travelling over track 


on the track by means of a Phillips pressure 
oscillograph. Locomotives 601 and 602, 
with Krauss bogies, have 15 mm. side play ; 
No. 603, with the Bissel, has 7 mm. On 
No. 601 inclined planes of 1 in 6 give a 
restoring force, and on No. 603 the slope 
is 1 in 7. As the axial movements are so 
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forces up to 7-8 tons were recorded. It 
was found difficult to record the essential 
differences between the Krauss and Bisse] 
running axles by this test means. Accord- 
ingly, a new series of tests was started in 
which the test cylinder was fitted on the 
track against the outside head of the rail. 
The horizontal thrust component was then 
measured for all axles passing the par- 
ticular track point at high speed. The 
results are given in Table III below. 

The characteristically high value at the 
rear end of the locomotives with Krauss 
bogies is noteworthy. The tests normally 
were made on curves of 550 m. (1,800 ft. 
radius, but in some cases the radius was as 
low as 480 m. 

From these tests, it was felt that no 
final decisions could be made, so flange 
wears were examined after about 50,000 
miles’ running. The wear was measured 
at a point 20 mm. from the flange top, in 
a plane parallel with the main direction 
of wheel surface. The results showed the 
Bissel wheels to be more worn than those 
of the Krauss type. A report from Sweden 
indicates, however, that the Bissel axle is 
favoured, on the grounds of simplicity. 

Two-point suspension was adopted on 
locomotives Nos. 601 and 603, and three- 
point suspension on No. 602. To decide 
which of these was preferable, a series of 
tests was undertaken, both at starting and 
at full speed, with dry rails without sand- 
ing. The results showed that three-point 
suspension gives a tractive effort 1 to 2 tons 
higher than the locomotive with two- 
point suspension and, therefore, in this 
respect three-point suspension is better 
The reason for this difference is that with 
two-point suspension one running and 
two driving axles are grouped in equalisers 
so that the locomotive is effectively sup- 
ported in two points. When the _loco- 
motive at starting develops a _ tractive 
effort the front end is lightened and the 
rear end depressed, and as a result the 





Fig. 2—A.E.G. flexible drive 


irregularities) ; the results for locomotives 
with individual axle drives were more 
satisfactory than for those with coupling 
rods or unsprung axle-hung motors. 

The flexible drive adopted is basically 
the quill and coil spring type, but with 
three variations. A principal considera- 
tion in the comparison of the alternatives 
is the provision of lubrication. Fig. 2 
shows the A.E.G. design using the spring 
cup which slides on pads on the wheels ; 
lubrication is provided. Fig. 3 illustrates 
a Sécheron design that does not require 
lubrication. Here spiral springs are used 





* Abstract of paper by Mr. H. G. McClean, 
M.I.Loco.E., read before the Institution of Loco- 
mative Engineers on January 25. Part I was 
published in our February 2 issue 


Fig. 3—Sécheron flexible drive 


great that the play is fully taken up, 
substantial forces can arise between frame 
and wheel and, therefore, between wheel 
and rail. From measurements made, it was 
evident that in running at maximum speed 
the axial movement was about 8 mm. for 
the Krauss bogies and about 5 mm. for 
the Bissel, and no forces were registered 


Fig. 4—A.S.E.A. flexible drive 


real adhesion is determined by the driv- 
ing axle with the lowest axle load. 

In future it is intended to use these 
locomotives to haul 470-ton trains on 1 in 
63 grades in North Sweden, so the maximum 
starting tractive effort and adhesion is 
important. Three-point suspension has 
been widely adopted, particularly on the 


in the frame until the play had diminished German and Swiss State Railways. More- 
to these values. On entering sharp curves (Continued on page 207) 
TABLE Ill 
Lateral thrust, tons Speed, 

Locomotive Axle | Axle Il Axle Ill Axle IV Axle V Axle VI m.p.h. 
DS ... ous 3-4 3-3 3-4 2-3 2-1 — 56 
F.601 (Krauss) 1-4 3-6 1-6 0-5 2-2 5-8 56 
F.602 ,, 2°5 §-§ 0-2 0-0 3-2 3-7 56 
F.603 (Bissel) 1-4 1-4 0-3 0-0 1-7 2-7 56 
Hb eve 0-3 0-0 0-1 0-7 _ —_ 50 
Hd . 42 1-0 3-1 0-8 — 50 
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THE RAILWAY CAZETTE 


Electric Traction Section 


Electrification in France 


Electrification of the route from Paris, through Dijon and 
Lyons, is to be on the d.c. system at 1,500 volts 


NS are understood to have been 
rawn up for the electrification of the 
P.L.M. main route from Paris, 
sh Dijon and Lyons, to Chasse (now 
f the South-Eastern Region of the 
National Railways). The first 

n to be worked electrically would be 
between Laroche and Dijon (98? 
and the section between Paris and 
he (97 miles) next would be taken in 


some of the capital ; the National Railways 
station to be built near Bort-les-Orgues, on 
the Dordogne River, some 80 miles south 
of Montlucon ; and a station in existence at 
Maréges, and another being built at Aigle, 
both belonging to the National Railways. 
A few private stations will be negotiated 
with for the same purpose. 

The alternating-current power will be dis- 
tributed at two high voltages, namely, 
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Map of the South-Eastern Region of the French National Railways 
showing the lines to be electrified 


the route from Dijon to Lyons and 
‘ would be converted last of all. On 
1940, prices, the total cost is estimated 
4,000 million; it is hoped to save 
of coal yearly. 
has been decided to use the system 
employed on electrified main lines 
nce, namely direct current at 1,500 
with the traction current taken from 
itions supplied with 3-phase alter- 
current from railway or privately- 
power stations. 
following power stations probably 
concerned in the project: the 
iat (RhOne) station, close to the Swiss 
t, now under construction, owned by 


150,000 and 220,000, over the French grid 
network, with two direct feeder lines at the 
higher voltage connecting the Génissiat and 
Aigle power houses with the Paris region. 
Transformer main sub-stations probably 
will be located at Sombernon and Yrouérre 
(both existing), Sens, and Melun. At these 
and at the existing other stations (Chalon, 
Villefranche and Cusset) there will be equip- 
ment provided to supply direct current to 
the contact wires, as usual ; further railway 
sub-stations will be constructed, so that 
there will be 52 altogether in the scheme, 
with a total power capacity of 372,000 kW. 
Some mobile sub-stations also are contem- 
plated. 

Copper contact-wires will be used, sup- 





ported from aluminium-steel cables. At 
several bridges and tunnels the track level 
will have to be lowered. It is calculated 
that, during normal hours, the power con- 
sumption would be 95,000 kW, and at 
peaks 130,000 kW, rising to 180,000 kW 
at special holiday periods. 

Two types of electric locomotive are to 
be used for running movements: the 
2-D-2 for the vapides and other passenger 
services, and the B-B for other work ; 
25 of the former and 152 of the latter will 
be obtained for a start. The 2-D-2 already 
has proved very satisfactory in France. 
The main locomotive depots will be at 
Paris, Villeneuve St. Georges, and Vénis- 
sieux (near Lyons), with a central repair 
depot at Oullins (also near Lyons). Shunt- 
ing work usually will be effected by the 
B-B type locomotives, but it is proposed 
to have a few of the C-C type for marshalling 
yards and for hauling empty carriages to 
and from the Bercy sidings, outside Paris. 

The suburban services are not heavy 
compared with those of some other routes 
out of the capital; but multiple-unit 
trains, with intercommunication, and in 
some cases lavatory and postal accommo- 
dation, are to be introduced. Some of the 
units will be articulated, consisting of two 
coaches on three bogies. These, of course, 
could be run as main-line trains if required. 
Such lightweight trains could cover the 
536 miles between Paris and Marseilles in 
7 hr. 45 min., against the 9 hr. required 
by the ordinary 750-tonne main-line trains. 
Electrification of this route, it is stated, 
would release 752 main-line express loco- 
motives for other routes of the National 
Railways, and 36 modern suburban-type 
locomotives. 

The work would constitute one of the 
most important main-line electrifications 
in Europe, and doubtless would be followed 
by further sections being converted of 
the former P.L.M. lines which formed such 
essential links in many international routes 
and carried very heavy services of rapides 
connecting Paris with foreign capitals. 








SWEDISH CLASS ‘*F’’ LOCO- 
MOTIVE—(Concluded from page 206) 
over, three-point suspension saves approxi- 
mately 4 ton weight. Measurements of 
vertical oscillations at different points of 
the locomotives show amounts in the cab 
nearly double that of the earlier class 
‘‘D’’ side-rod locomotives; consideration 
is therefore being given to the addition of 
coil springs to the guiding axles. Further 
tests are also to be made with more flexible 
springs before making a decision between 

two- and three-point suspension. 

As to the flexible drives, it was apparent, 
from the initial running tests on Nos. 601 
and 603, that the Sécheron drive was more 
sensitive to eccentricity than had been 
assumed initially. 

No. 602, with the A.E.G. spring and cup 
drive, has shown no measurable wear in 
the spring housing, and the lubrication 
consumption has been very moderate and 
below the corresponding consumption on 
Nos. 601 and 603. Wear is noticeable on 
the driving pads, but is well within the 
original designed limits, based on a life of 
300,000 miles. It is believed that addi- 
tional lubrication of the spring cups and 
driving pads might be disadvantageous. 

The two installations differ essentially 
in that with the Sécheron construction the 
transmission pins can take up an oblique 
position when the axle is displaced, and 
this imposes a heavy duty on the pistons 
and cylinders. No information is available 
on the operation of the A.S.E.A. drive. 
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THE RAILWAY GAZETTE 


Standard Military Railway Bridges—1 


The Royal Engineers have designed and developed a standard 
unit-construction type of railway bridge, now adopted by the Allies 


THE Bailey military standard road bridge 

was described and illustrated in our 
December 22 issue; its counterpart for 
railway field bridging for moderate spans, 
up to 85 ft., is dealt with this week. As 
well as being much more massive than 
the Bailey bridge, the ‘“‘ Unit Construction 
Railway Bridge ”’ differs from it in many 
essential details ; it is commonly used as 
a deck-span structure and is adaptable to 
suit railways of various gauges. 

The design is a simple Pratt or N truss 
in sections 15 ft. and 20 ft. long, made 
up of two or three 5-ft. panels and two half 
panels, and these sections can be assembled 
to form complete spans of any length which 
is a multiple of 5 ft., from 15 ft. to 85 ft. 
In each section of truss there are similar 
top and bottom chord members; vertical 
and diagonal web members; an end-post. 
unit assembly ; and chord cover plates for 
splice jointing. The chord members consist 
of special welded channels having 18 in. 

f-in. horizontal plates and two 133-in. 
§-in. side plates, stiffened in the middle of 
each panel length with 4-in. diaphragm or 
distance pieces. The vertical and diagonal 
web members are of Hi section, 14 in. x 
10 in., and accurately welded so as to fit 
exactly into the space between the chord 
side plates. The latter are drilled to allow of 
the diagonals being inclined in either direc- 
tion and so that the ends of the diagonals 
are just clear of those of the vertical mem- 
bers within the chord channels. Gusset 
plates are not used, but in the longer spans 
additional reinforcing plates are required 
in the joints between the end diagonal 
members and the chord side plates to 
resist the increased shear. These plates 
can be seen in the five end panels of the 
85-ft deck span, and in the two end panels 
of the 70-ft. through span illustrated. The 
welded end-post assembly has three vertical 
members connected by a central longitu- 
dinal diaphragm and top and bottom side 
plates, also fitting exactly between the 
chord side plates. 


Rapid Assembly with Special 
Drift Pins 

All these various members are held 
together by 1--in. dia. drift pins turned 
down to close tolerance to fit snugly into the 
drilled holes and having a head at one end 
and the other end tapered for driving; to 
insure their not working loose, cross pins 
fit through the tapered ends. A few I-in. 
bolts are used only when in direct tension 
and for “‘ pulling up.’’ All holes in the top 
chord within 15 ft. of the centre of each 
span, which are not used in assembly, have 
to be filled with drift pins to develop the 
full cross section of metal in compression 
This is possible owing to the close fit of 
these pins, which are extracted with a 
spec ial tool. 

For through spans the trusses are used 
either singly on each side or duplicated 
(four trusses in all), and for deck spans 
two or three trusses may be used. Two- 
truss deck spans have their trusses spaced 
5 ft. 2 in. apart, and the usual type of 
angle cross bracing is used. 
truss deck spans, the trusses are 3 ft. apart 
and the lateral and tie systems are com- 
bined in the form of stiff bent plates bolted 
to the chords at top and bottom panel 
points ; a system of vertical bracing ensures 
that all three trusses are equally loaded. 
The sleepers are secured in the usual manner 
by hook-bolts to the top-chord plates. 


In the three-- 


The trusses in the two-truss through spans 
are spaced 12 ft. 6 in. apart and there is the 
normal type of flooring consisting of 
2 ft. 3-in. r.s.b. cross girders at panel 
points, lateral bracing angles, and 10-in. 
r.s.b. stringers to carry the track. The 
stringers may rest on top of the cross 
girders or be fixed between them, giving a 
reduced construction depth; they can also 
be spaced for three different gauges. When 
the girders are duplicated, the second set 
of trusses, one on each side, is erected out- 
side the ordinary single girders and secured to 
them by a connecting set of vertical web 
members. 

All the various members are compara- 
tively light in weight, requiring only simple 
erection plant. The heaviest single member 
is a 20-ft. top or bottom chord, weighing 
just over a ton; the corresponding 15-ft. 
member weighs about 15 cwt., and an end- 
post assembly and a cross girder weigh 
just under and slightly over 10 cwt. respec- 
tively. 

Cantilever System of Launching 

It will be noticed that there is a launch- 
ing nose attached to the far end of the deck 
span illustrated. The cantilever method of 
launching these U.C.R.B. (Unit Construc- 
tion Railway Bridge) spans is frequently 
employed, and a typical example is in the 
case of a bridge in the Middle East, consist- 
ing of three spans of 80 ft., which we illus- 
trate. The girders were erected on bogies 
so as to form a continuous span, and had a 
comparatively light launching nose, about 
55 ft. long, attached. The whole assembly 
was hauled forward towards the piers with 
winch and tackle until the nose and some 
25 ft. of No. 1 span were overhanging the 
first span gap immediately before the tip 
of the nose reached the support of the first 
pier, the remainder of the span acting as a 
counterweight. Rolling forward continued, 
the nose being received on temporary stag- 
ing over the pier until the span was in 
position over its final resting place. As 
sections of the nose passed beyond the 
point of support they were dismantled with 
the aid of the gantries seen over the pier. 
The span was then lowered on to its bed 
and track laid over it to enable the process 
to be continued with the other two spans. 
The first illustration of this bridge shows 
the second and third spans rolling forward, 
and the second depicts the same operation 
after the nose had gained the support of the 
second pier and was about to be dismantled 
piecemeal. 


Standard Trestle Piers 

In this particular bridge masonry abut- 
ments and piers were available, but it often 
happens that trestles have to be used for 
this purpose. Two or more standard unit 
types have been evolved by the R.E.s., and 
the trestling can be constructed to any 
height, width, or length. The type gener- 
ally used in conjunction with the U.C.R.B. 
spans is the subject of two illustrations. 
The first shows the method of erection, the 
key to which is an ingenious derrick attach- 
ment, the mast derrick being used as a light 
jib crane. It fits into and can revolve in 
a bracket embracing the corner of any 
column section; use is made of the four 
bolt-holes, already drilled in each face of 
the column for future cross bracing, to 
secure the bracket. Two of these brackets 
can be seen in the illustration, the derrick 
lifting another column section into position 
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Assembly of ** camel’s foot”’ self- 
adjusting base of pier 


being fitted into the upper one; a spare 
bracket is also shown lying on the ground in 
the second trestle illustration. This second 
trestle illustration gives somte idea of a 
pier almost completed. Such piers have 
been used for heights up to 70 ft. and can 
if necessary be used for much greater 
heights; the raking struts depicted are 
added or not as required by circumstances. 
A particularly interesting feature of the 
trestle piers is the method used for founding 
them on irregular river beds. To the lower 
end of each trestle column is attached a 
“camel’s foot,’’ which consists essentially 
of a stout screwed shaft carrying a large 
pad base attached by ball-and-socket con- 
nection. The screw works in a screw guide 
bolted directly to the column. Adjustment 
is carried out from above water level by 
means of long driving tubes operating down 
the centres of the columns. It is thus 
possible to assemble a bridge pier and lower 
it complete on to the river bed. By making 
necessary height adjustments to the camel’s 
feet, the pier will set firmly over the 
natural irregularities of the foundation. 
This item of equipment has enabled the 
rapid assembly features of the whole range 
of equipment to be fully exploited, and has 
reduced the erection times for some major 
bridging operations from what would norm- 
ally be months to merely a matter of days. 
We illustrate the camel’s foot assembly 


U.C.R.B. Span and Launching Nose 
Used to Found Trestle Pier 

Moreover, in favourable circumstances, 
these trestle-piers can be founded, even in 
deep water, with the aid of a U.C.R.B. span, 
with launching nose attached, acting as a 
crane to lower the sections of trestle com- 
plete with camel’s feet. In fact, our second 
illustration shows an 85-ft. deck span being 
used for this purpose. The camel’s feet 
and lowest columns of a pier can just be 
seen poised in the air, ready to be lowered 
into the water from special gantry geaf 
fitted at the far end of the launching 
nose 

The 


U.C.R.B., light and heavy steel 
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Standard Military Railway Bridges—1 


THE UNIT CONSTRUCTION RAILWAY BRIDGE 


70-ft. through type span. As there are 13 5-ft. panels and two (end-post) half panels, the trusses cannot 
be symmetrical. Note the reinforcing plates referred to in the article and also the brackets on the cross 
girders to carry the stringers 


85-ft. deck span, which is symmetrical. It is mounted on bogies and has a launching nose attached as when about 
to be launched, but is actually being used for lowering a trestle pier with camel’s feet into the water seen on the left 
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Type of standard trestle used for bridge piers and abutments. 
Right: Trestle pier with raking struts almost completed; top cill joists being placed. Note the derrick bracket on 
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Unit Construction Railway Bridge 
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Left: Placing column units with special derrick. 
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Railway bridge over the River Seine near Rouen, rapidly erected by R.Es. with standard unit construction spans 
the allied advance despite extensive R.A.F. and A.A.F. demolitions 


and trestle piers to facilitate 


trestles, foundation feet, and other equip- 
ment were first used on the railways to 
replace spans damaged by bombing, but 
are now proving of great value not only with 
the British Forces in the field but also with 
the Americans and other Allies. The U.S. 
Army has paid us another compliment by 
adopting the equipment as standard, and 
fabrication of the parts is being undertaken 
largely in America. To make this possible 
Lt.-Colonel W. T. Everall, R.E.—formerly 
Deputy Chief Engineer, Bridges, North 
Western Railway, India, who was, we 
understand, mainly responsible for develop- 
ing the design—visited the States and 


worked out plans for production with the 
Engineer Board of the U.S. War Depart- 
ment. 

To insure interchangeability of parts, 
whether made in the U.K. or the U.S.A., 
tolerances previously unknown to Ame- 
rican structural steel fabricators had to be 
adopted, and _ special jigs, processing 
sequence, and machine tools were necessary. 
The result is a quickly-erected structure 
which can be assembled by semi-skilled 
labour under fire, in darkness, and in all 
weathers. 

The unit construction railway bridge is 
exemplified by the illustration reproduced 








above showing the structure erected across 
the River Seine near Rouen, constituting 
an important link in the advance from 
Normandy through northern France to 
Belgium and Germany. This bridge is 
550 ft. long and was erected in 15 days. 
The height from bed level of river to rail 
level is 35 to 36 ft. It consists of six 
U.C.R.B. 75-ft. spans, and two 40-ft. 
spans. Since it was built, the floods came 
down and went over the whole bridge, 
topping the rails, and it is a tribute to the 
efficacy of both the design and erection 
that the bridge withstood this great side 
thrust successfully. 


A general view in the main wheel shop at Swindon Works, G.W.R. 
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Plough Scoops for Levelling Ballast 


Satisfactory experiments on Swedish State Railways 


WHEN doubling the single-line section 

between Jarna and Katrineholm 
some two years ago, the Swedish State 
Railways made some experiments with a 
snow plough arranged to clear aside and 


Left: Action of scoop against deep pile of ballast. 





level the ballast, both gravel and stone, 
dropped in quantities from large-capacity 
wagons running on the existing track. 
Manual handling of the material had been 
found expensive and wasteful of time, 
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and had led to the line being bloc 
against ordinary traffic for longer t 
was necessary. 

It was found that the ordinary des 
of plough, although it gave promise 
success, was neither strong enough 
of quite the most suitable shape. 
addition, it was desirable that the scc 
should be capable of being raised 
lowered more effectually, and should h 
a different range of travel to that of 
usual snow-plough pattern. 

Scoops of greater strength, after carc | 
study of their shape, were attached t 
heavy engineers’ van, used in connection 
with ballasting, and were fitted to be 
raised and lowered by compressed air. 
Strong stops were provided to prevent a 
scoop being forced down by a high pile 
of material and so made to damage the 
ends of the existing sleepers. 

The span was 3-2 metres (10 ft. 6 in.) 
from the centre of the old track; but 
larger spans, of course, could be covered 
by suitable designs. It is stated that a 
quantity of 180 cu. metres (235 cu. yd.) 
of gravel ballast, deposited from 15 
wagons, can be dealt with by this equip- 
ment, manned by three men only, in 
from 15 to 20 min. A somewhat different 
shape of scoop is required to handle stone 
ballast effectively, but this is purely a 
matter of design. An appreciable saving, 
both in time and labour costs, has been 
realised by this arrangement. 

For the accompanying illustrations we 
are indebted to the management of the 
Swedish State Railways. 


Right: View showing ballast levelled out by 


passage of scoop, in preparation for track-doubling work 








Brick Viaduct Strengthening in U.S.A. 


A MASONRY-FACED brick arch via- 

duct carrying the quadruple main 
line of the Pennsylvania Railroad over 
Poquessing Creek, built in 1886, was re- 
cently strengthened by encasing the whole 
structure in reinforced concrete. The 
added lining of each arch barrel has a 


minimum thickness of 1 ft. 6 in. at the. 


crown, and is supported on a 2-ft. 2-in. 
casing all round each pier, carried 
down to rock foundation. The reinforce- 
ment in each arch was tied to expansion 
bolts in the brick ring, and the centring 
carrying the shuttering was erected in 
16-ft. lengths at one side, rolled on pipe 
rollers under }-width of the span, and 
there jacked up into position for pouring. 


As the viaduct is 65 ft. wide, each set of 
shuttering and centring was used four 
times for each span. The concrete was 
delivered in lorries to the remixer of a 
large single-action concrete pump, placed 
suitably to feed the whole job through 
some 200-300 ft. of piping; delivery was 
between the two layers of reinforcement 
in the arch. At the beginning of each 
pour there was room in the space between 
the shuttering and the brick ring for two 
men to puddle the concrete and work 
vibrators until the concrete approached 
the crown. In placing the concrete in the 
crown, the pipe was left buried in the 
concrete, and the surge of the concrete 
provided vibration, assisted by intermit- 


tent surges of compressed air introduced 
through a special pipe. Two or three days 
after each pour, holes were drilled in the 
concrete arch and neat cement pressure 
grouting was forced through them to fill 
the void between the brickwork and the 
concrete—caused by shrinkage and vibra- 
tion from passing trains. The shuttering 
was left in place for 10 days, before being 
lowered and rolled onwards to the next 
section. With three sets of shuttering and 
centring, a fresh pour could be made 
every three days. The work was carried 
out under the supervision of Mr. Charles 
E. Adams, Chief Engineer, New York 
Zone, P.RR., and the contractors were 
Braun, Stuart & Co. of Philadelphia, 
according to our American contemporary 
Engineering News-Record. 





Scenes on the Kenya & Usanda Railwave 
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40 Years of Locomotive Building in Scotland 


s 9 i ge — ee 
The 25,000th locomotive built by the North British Locomotive Co. Ltd. left the shops in 1943. 
It was the British austerity ‘“‘W.D.” 2-8-0 type locomotive shown above 








The Directors in 1944, (Left to right, The Directors in 1904. (Left to right): Mr. J. H. Sharp; 
standing): Mr. W. D. Lorimer ; Mr. A. T. Reid; Mr. A. Wilson; Mr. H. Reid; Mr. W. Lorimer 
Mr. A. Banks; Mr. J. B. Mavor. (Chairman) ; Mr. J. F. Robinson ; Mr. J. Reid; 
(Sitting): Sir Frederick C. Stewart; Mr. W. Lorimer, Jr.; Mr. W. M. N. Reid 


Mr. W. Lori i ); 
‘ Mr. SW . (See editorial note, page 198) 
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RAILWAY 


PERSONAL 


ir Charles Hambro, a Managing Director 
Hambros Bank Limited, has been ap- 
ited Deputy-Chairman of the company. 
recorded in our last week’s issue, Sir 
rles Hambro is relinquishing the Chair- 
iship of the Great Western Railway 
pany, but is remaining on the board. 


he Earl of Dudley has resigned the 
t of Regional Commissioner for the 
land Region. Lord Dudley 
‘hairman of Horseley Bridge 
Thomas Piggott Limited and 
ind Oak Steel Works Limited, 

a Director of the Great 
stern Railway Company. 


\lderman R. J. Hall, who was 
already on the board of the 
company, has been appointed 
Chairman of the Liverpool Over- 
head Railway Company, in 
succession to the late Mr. E. G. 
Brownbill. 


Mr. J. B. C. da Silva has been 
appointed a Director of the Trans- 
Zambesia Railway Co. Ltd. as one 
of the representatives of the Por- 
tuguese Government in place of 
the late Admiral J. de A. Coutinho. 

Mr. J. S. Hancock, Chemist- 
in-Charge (Water Softening), Chief 
Mechanical & Electrical Engineer’s 
Department, L.M.S.R., arrived 
recently in India, where he is 
touring class I _ railways in 
connection with advising the 
Government of India on _ the 
subject of water softening for 
locomotives. 


We regret to record the death 
on February 24, at the age of 76, 
of Colonel Sir Seymour Williams, 
K.B.E., T.D., a member since its 
inception of the Transport Advi- 
sory Council set up under the 
Road & Rail Traffic Act, 1933. 


Mr. W. H. Roberts, F.S.I., 


Estate Manager, L.M.S.R., was 
recently appointed Chairman of 
the Railway Estate Agents’ Con- 
ference for the ensuing year. 
Mr. Roberts also represents the 
L.M.S.R. on the Surveyors’ Committee of 
the Railway Executive Committee. 


G.W.R. C.M.E. DEPARTMENT 
Mr. S. J. Smith, Chief Draughtsman to 
the Chief Mechanical Engineer, Swindon, 
Great Western Railway, has retired. He 
has been succeeded by Mr. F. C. Mattingly, 
previously Assistant to the Chief Draughts- 
man. 


We regret to record the death on Febru- 
ary 19, at the age of 78, of Mr. Frederick 
John Stannard, who retired at the end of 
1928 from the position of Land & Estate 
Agent, L.M.S.R. Mr. Stannard joined the 
former L.N.W.R. over 60 years ago, and 
was appointed Land & Estate Agent, 
L.M.S.R., in November, 1924. 

We regret to record the death, on account 
of wounds in Burma on January 31, of 
Lieutenant N. J. Mander, 2nd Battalion, 
The Buffs, who, until the outbreak of war, 
was the Publicity Manager of the London 
Office of the Aluminium Union Limited. 
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Lt.-Colonel 
M.Inst.C.E., 


W. T. Everall, O.B.E., 
R.E., was born in 1880, 
and after extensive practical and 
theoretical training and_ experience, 
became an Associate Member of the Insti- 
tution of Civil Engineers in 1907. In the 
next year he was appointed by the Secre- 
tary of State for India as an Assistant 
Bridge Engineer on the State Railways 
and was posted to the North Western 
Railway. From 1916 to 1921 his ser- 
vices were lent to the Military Depart- 


Lt.-Colonel W. T. Everall 
Chief Bridging Instructor, War Office 


ment for special duty in designing and 
erecting military road bridges on the 
North West Frontier and on _ trans- 
frontier roads. The aggregate length of 
bridging completed by him amounted to 
about two miles; the bridges over the 
Tochi, Kurram, and Kabul Rivers are 
notable. As a result, he was mentioned 
in dispatches in 1919 and again in 1920, 
and later, in consideration of the excel- 
lent work done by him on the frontier, 
he received the O.B.E. In 1924 he 
officiated as Bridge Engineer of the 
N.W.R., and was confirmed in that 
appointment two years later. In con- 
sideration of the very onerous duties 
involved in designing and erecting new 
bridges over the great rivers of the 
Punjab and Sind, in redesigning and 
strengthening others, and in maintaining 
the vast number of smaller ones through- 
out the 7,000-mile N.W.R. system, Mr. 
Everall was designated Deputy Chief 
Engineer, Bridges, as from 1930. After 
completing the reconstruction of the 
Attock Bridge over the Indus in that 
year, he was elected a full Member of the 


NEWS SECTION 


Institution of Civil Engineers. In 1935 
Mr. Everall retired from service in India. 
It is remarkable however that, mean- 
while, in addition to his railway duties, 
he had retained charge under the mili- 
tary of the design and construction of 
the frontier road bridges even in peace- 
time—the first civilian to be entrusted 
with this important work. On retire- 
ment to the United Kingdom Mr. 
Everall proceeded to investigate the pos- 
sibilities of further developments in 
welding, and in 1936 was ap- 
pointed a Member of the Re- 
search Council of the Institute 
of Welding. From 1938 to 
1940 he acted as Consulting 
Engineer to the War Office for 
design and development of rail- 
way bridges, and was also an 
honorary member of the R.E. 
Board. In the latter year he 
was appointed Chief Bridging 
Instructor—with the rank ot 
Lt.-Colonel—though his princi- 
pal duties continued to be the 
design and development of new 
military equipment with a strong 
bearing on its operational use. 
In 1943 Colonel Everall was at- 
tached temporarily to _ the 
British Army Staff in Washing- 
ton in the Transportation 
Branch, and worked with the 
U.S. War Department to se- 
cure interchangeability between 
British and U.S. military rail- 
way bridging, trestling, and 
associated equipment. Recent 
experience in the field has testi- 
fied to the satisfactory results 
of this visit. An editorial on 
page 201 describes Colonel 
Everall’s work. 


L.N.E.R. APPOINTMENTS 
The L.N.E.R. announces that 
Mr. L. Ballan, District Super- 
intendent, Hull, has been ap- 
pointed District Goods Manager, 
Hull. Since May, 1940, Mr. 
Ballan has been Chairman of 
the Port Emergency Committee, 
Hull, and he will continue to 
hold this office so long as the 
need arises. 
He will be succeeded as Dis- 
trict Superintendent, Hull, by 
Mr. H. F. Pallant, who since 
January, 1943, has been District Super- 
intendent, York. 

Mr. A. J. Johnson, who since September, 
1943, has been Acting District Superinten- 
dent. Sunderland, has been appointed Dis- 
trict Passenger Manager, Leeds. 

Mr. R. Coulson, Acting Goods Agent, 
Bishopsgate, has been appointed Acting 
Assistant to the Goods Manager (Southern 
Area). 

Mr. J. R. Fletcher, District Locomotive 
Superintendent, Burntisland, has been ap- 
pointed Acting District Locomotive Super- 
intendent, York. 

Mr. A. G. Minty, Acting District Loco- 
motive Superintendent, Sunderland, has 
been appointed District Locomotive Super- 
intendent, Hull. 

Mr. T. Matthewson-Dick, Acting Tech- 
nical Assistant to the Locomotive Running 
Superintendent (North Eastern Area), has 
been appointed Acting District Locomotive 
Superintendent, Sunderland. 

Mr. J. R. Penzer, Acting Assistant Dis- 
trict Superintendent, Burntisland, has been 
appointed Acting Assistant District Super- 
intendent, Kings Cross. 
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Radbone has been elected 
Associated Electrical Indus 
He is London Representa 


Mr. Victor J 
a Director of 
tries Limited 


tive of the International General Electric 
Co. Inc., and Joint Managing Director of 
the International General Electric Co. of 


New York Ltd 

Colonel Arthur Jerrett has been elected 
Chairman, and Messrs. R. E. Clough, J 
Janes, C. Smith and W. E. Vicary, Vice 
Chairmen, of the Traders’ Road Transport 
Association 

Mr. F. J. Speight has been elec ted Chair 
man, and Messrs. H. Allen and A 
E. Smith, Vice-Chairmen, of the 
Passenger Vehicle Operators’ 
Association 


Mr. Leslie A. Luke is leaving 
his position as Public Relations 
Officer, Irish Transport Company, 
to take up a journalistic appoint- 
ment in London Mr. Luke was 


formerly Public Relations Officer 
to the Dublin United Transport 
Co. Ltd 


[he Minister of War Transport 
has appointed Mr. Clifford Talbot 


to be Divisional Road Haulage 
Officer for the South Eastern 
Division, with headquarters in 


Tunbridge Wells 


L.M.S.R. APPOINTMENTS 

Che following appointments are 
announced by the I..M.S.R 

Mr. A. R. Thomson, District 
Controller, sirmingham, to be 
District Operating Manager, Bir 
mingham, from March 5 

Mr. W. A. G. Suddaby, Assis 
tant District Controller, Birming 
ham, to be Assistant District 
Operating Manager, Birmingham 

Mr VW G Rose \ssistant 
Stationmaster Crewe to be 
Stationmaster, Blackpool (Central), 
in place of Mr. W. F. P. Thomp- 
son, promoted. 


Mr. G. K. Tatterson, Assistant 
District Controller, Carlisle, to be 
Yardmaster, Edge Hill, in place 
of Mr. P. S. Ellis, deceased 

Mr. E. Chilton, Stationmaster 
& Goods Agent Low Moor, to 
be Yardmaster, Garston, in plac« 
of Mr. T. E. Bell, promoted 

Mr. J. Howson, Stationmaster 
Llandudno, succeeding Mr. FE 
Chilton as Stationmaster & Goods Agent 
Low Moor 

Mr. W. Lightfoot District Foreman 


Carriage & Wagon Department, Dewsbury 
Junction, to be District Foreman, Carriage 


& Wagon Department, Leeds, in place of 


Mr. J. Walker, retiring 
Mr R Worboys District Foreman 
Carriage & Wagon Department, Manchester 


Ashton Road succeeding Mr. W. Light 
foot as District Foreman, Carriage & 
Wagon Department, Dewsbury Junction 

Mr. C. C. Harrison, District Foreman 
Carriage & Wagon Department, Wigan 
to be District Foreman, Carriage & Wagon 
Department, Manchester (Ashton Road) 

Mr. W. P. Allen, General Secretary of 
the Associated Society of Locomotive 
Engineers & Firemen, and Sir George 
Etherton, late Clerk of the Lancashire 
County Council (and now a member, 
appointed directly by the Minister of 
Health, of the Railway Assessment 
Authority), have been appointed mem- 
bers of the War Damage Commission. 


THE RAILWAY GAZETTE 


was. recently 
French Na- 


Goursat, who 
Manager, 


M. Jean 
appointed General 


tional Railways, was born on August 3, 
1896, and was educated at the Ecole Poly- 
technique and the Ecole des Mines. He is 
an officer of the Legion of Honour. He 
joined the Colonial Artillery in 1915, in 
which he rose to the rank of Captain. For 
his distinguished services during the last 


was awarded the Croix de Guerre 
three times mentioned in 
patches. On leaving the Ecole des Mines 
in July, 1923, he received an appointment 
with the Inter-Allied Commission in charge 
of mines and factories at Essen. On May I, 


war he 


and was dis- 





M. Jean Goursat 


\ppointed General Manager, 
French National Railways 


1924, he was transferred to the Ministry of 
Colonies and given a position in Madagascar, 
where he remained until the end of Sep- 
tember, 1928. On October 1, 1928, he 
returned to the French Mining Administra- 
tion and was put in charge of the Lyons 
where he was also responsible for 


area, 
technical control of the P.L.M. railway 
system He entered the service of the 
Nord Railway on October 1, 1930, and 


received an appointment in the Operating 


Department at headquarters His great 
ability led to rapid promotion and he 
became successively Assistant to the 
Operating Manager in January, 1932; 


\ssistant Operating Manager in January, 


1933; and finally Operating Manager on 
January 1, 1934. With the establishment 
of the French National Railways, M. 


Goursat was appointed on January I, 1938, 
to take charge of the Operating Depart- 
ment, a position in which the capabilities 
he had displayed in the corresponding 
position on the Nord became fully evident 
The principal task of this new department 
was the co-ordination of the activities of the 
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former companies. This was particul: ly 
difficult in view of the differences in ri es 
and practices, and for the time being tl se 
perpetuated in the correspond ng 
regions. The work of unification was ll 
unfinished on the declaration of war in 
September, 1939. Under the energ: tic 
leadership of M. Goursat, movements ari: ng 
out of mobilisation were effected v -ry 
satisfactorily After the Franco-Gern an 
Armistice of 1940, he did everything poss le 
to restore traffic, despite widespread  {e- 
struction He argued in great detail v th 
regard to the requirements of the Gerr an 
authorities for French rolling stock, both 
passenger and freight, and it was 
due to him that French comm er. 
cial traffic was maintained at he 
highest possible level. As are: ult 
of this resistance to German ie 
mands, he was removed from his 
position of the head of the Opera- 
ting Department and was appoint- 
ed, on May 1, 1943, to be Mana:zer 
of the South-Eastern Region 
After the liberation of France, M 
Goursat was appointed Secre- 
tary-General to the Ministry of 
Public Works & Transport, and 


were 


more recently became General 
Manager of the French National 
Railways. 

Dr. C. J. Dadswell, Mr. G. E 
G. Gilfillan, Mr. G. C. Grant, Mr 


B. Gray, Mr. W. D. Pugh, Mr. H 
Scholey, Mr. R. G. H. Taylor, and 
Major E. I. Scott have been 
appointed Special Directors of the 


English Steel Corporation Limi- 
ted. Mr. W. D. Pugh and Mr 
H. Rees Humphreys have _ been 
appointed Directors of the Dar- 
lington Forge Limited, and Mr 
W. S. Scott becomes Superin- 


tendent of Darlington Forge 


to record the death 
Kaye, M.I.Mech.E., 
of Alfred Herbert 


We regret 
of Mr. L. }. 
a Director 
Limited. 


INSTITUTE OF TRANSPORT 
Among those recently elected 
Members are Messrs. R. P 
Beddow, Secretary, British Ele¢ 
tric Traction Co. Ltd., and 
Director of road passenger trans- 


port companies; E. H. Garfield, 
District Controller, Saltley, 
LMS.2.: HH. W. Howard, 
Assistant District Goods Manager, 
Bristol, G.W.R.; S.  E. Parkhouse, 
\ssistant Chief Operating Manager, 
L.M.S.R.; CC. Rayner-Smith, Assistant 


Divisional Superintendent, Birmingham, 
G.W.R.; and C. M. Wentworth, Divisional 


Superintendent (Railways), Oe et 
Those elected Associate Members include 
Messrs. W. V. Burke, Chief Assistant to 


Secretary & Accountant (Secretarial), Bel 
fast & County Down Railway; J. W 
Dedman, Acting Assistant District Super 
intendent, Edinburgh, L.N.E.R.; F. A 
Denby, Headquarters staff, L.M.S.R.; 1 
Fiske, Personal Assistant to Vice-Presi 
dent, L.M.S.R.; F. J. Hibbert, Assistant 
District Controller, Birmingham. 
L.M.S.R.; J. R. Hind, British Railways’ 
Press Agent; C. J. Lamb, Assistant Loco 
motive Running Superintendent, Scottish 
Area, L.N.E.R.; C. W. Powell, Assistant 
to Superintendent of the Line, G.W.R.; 
H. G. Sayers, Assistant Superintendent, 
Scottish Area, L.N.E.R.; and C. E 
Shaw, District Goods Manager, Newport, 
G.W.R. 
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TRANSPORT SERVICES AND THE WAR—283 


L.M.S.R. Train Service Alterations 

From March 1, alterations are made in 
certain of the afternoon (Saturdays ex- 
cepted) outer suburban services from 
Euston The 4.15 p.m. and 5 p.m. trains 
from Euston to Bletchley terminate at 
Tring, and the 4.40 p.m. and 5.20 p.m. from 
Euston to Tring are extended to Bletchley 


instead In both cases the service is 
accelerated ; the 4.40 p.m. takes 8 min. less 
than the 4.15 p.m. to Bletchley, and the 


5.20 p.m. 8 min. less to Tring than before 
The 1.55 p.m. from Euston to Bletchley 
starts at 1.40 p.m., and reaches Bletchley 
at 3.11 p.m., an acceleration of 6 min 

{n additional train is advertised on 
Sunday nights from Coatbridge at 10.20 
p.n to Manchester, calling at Motherwell, 
Carstairs, Carlisle, Preston, and Wigan, and 
reaching Manchester Exchange at 4.26 a.m 
on Monday mornings 


S.H.A.E.F. Appeal to German 
Railway Workers 

The following message to German railway 
workers has been authorised by Supreme 
Headquarters, \llied Expeditionary Force 
It was broadcast on February 11 in the 
German service of the British Broadcasting 
Corporation, and also has been distributed 
n leaflet form by the R.A.F. and American 
Air Force ; one of the leaflets is produced in 
facsimile below 


German Railway Workers ! 
Already you know the ever mounting fury 
f the Allied air offensive Inevitably vou have 
suffered heavy losses in killed and wounded 
Your railways have now only three functions : 


FIRST, they bring supplies and reinforce 
ments to the front. Those supplies and rein- 
forcements can only prolong a lost war and so 


nerease the devastation of your homes and the 
number of soldiers and civilians killed and 
ounded 
SECONDLY, your railways are being used 
leplete the threatened territories of their 
food stores, supplies, and equipment, all of 
vhich they will need sorely this winter. 
THIRDLY, they are being used to remove 
rciblvy from their homes hundreds of thousands 
f persons and to transport them deeper into 
Reich. 
These three uses to which vour railways and 
labour are being put can bring nothing 
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AN DIE DEUTSCHEN 


EISENBAHNER 


Deutsche Eisénbahner ! 

thr erkennt bereits, dass die Wucht der alluerten 
Luftoffensive dauernd zunimmt. Es war unaus- 
bleiblich, dass Ihr dabei schwere Verluste an Toten 
und Verwundeten zu beklagen habt. 


Eure Eisenbahnen dienen nur drei Zwecken 

ERSTENS fiihren sie der Front Nachschub und 
Verstarkungen zu. Dieser Nachschub und diese 
Verstarkungen kénnen nur dazu dienen, den ver- 
lorenen Krieg zu verlaéngern und dadurch die Ver- 
wiistung Eurer Heime und die Zahl der toten und 
verwundeten Soldaten und Zivilpersonen noch zu 
vergréssern 


ZWEITENS werden Eure Eisenbahnen dazu 
beniitzt, um den invasionsbedrohten Gebieten die 
Lebensmittel, Vorrate und sonstigen Einrichtungen 
zu entziehen, welche diese Gebiete noch diesen 
Winter dringend benotigen werden 


DRITTENS werden sie dazu verwendet, Hundert 


but harm to you, to your families, and to your 
country. The time has come for you to make 
your decision whether you still continue to aid 
the prolongers of a lost war, or whether, while 
there is still something to save, you will refuse 
your assistance to them. By withholding your 
assistance, you will shorten the agony of war 
for vour homeland and aid materially in bring 
ing back peace, order, and justice to Germany. 

German Railway Workers! Play your part 
in saving vour homeland by withholding 
assistance to the criminal war prolongers. You 
can do so by 

1. Interfering with conveyance of supplies and 
reinforcements to the front. 

2. Interfering with transport of food and 
stores, supplies, and equipment away from the 
threatened territories deeper into the Reich 

3. Interfering with transport of evacuees forced 
to leave their homes against their will 


Middle East Railway Collaboration 

To cope with problems of transport 
and administration jointly concerning the 
Egyptian and Palestine State Railways, 
delegates of both have been holding regular 
meetings since April, 1944 These now 
take place every month 


Fare Increases in France 

Fares on the French National Railways 
were increased by 40 per cent. from Janu- 
ary 15. It is now reported that Paris 
Metro fares are to be increased shortly 

Goods rates on the French National 
Kailways were increased by 70 per cent., 
also from January 15 French railway 
goods rates had been increased previously 
by only 16 per cent. since 1939, because 
the German occ upation authorities opposed 
all increases as they were the largest rail- 
way customers in France 


German Aircraft Works in Paris 
Metro Tunnel 

\ full-scale works for the production of 
aircraft components was established by the 
Germans early in 1944 in the tunnels of the 
Paris Metro system between ChAatelet 
Station, in the heart of the city, and Port: 
de Lilas Station, in the north-eastern out- 
skirts This is Line No. 11, one of the more 
recently built sections, opened on April 28, 
1935 The French Air Ministry seized the 
whole plant, which has been transferred 


tausende von Menschen gewaltsam von ihren Heimen 
zw entfernen und sie tiefer ins Reichsinnere zu 
verschleppen 


Diese drei Verwendungen Eurer Eisenbahnen und 
Eurer Arbeitskraft kénnen sich nur zu Eurem 
eigenen Schaden sowie zum Schaden Eurer Familien 
und Eures Landes auswirken. Die Zeit der Ent- 
scheidung ist fiir Euch gekommen —Ihr miisst 
Euch nunmehr entscheiden, ob Ihr zur Verlangerung 
des verlorenen Krieges beitragen wollt, oder ob Ihr 
den Kriegsverlangerern Eure Mithilfe verweigert, 
solange es noch etwas zu retten gibt. Wenn Ihr 
Euch weigert, so werdet Ihr die Qualen des Krieges 
fiir Eure Heimat abkiirzen und einen wichtigen 
Beitrag leisten, um Deutschland wieder Frieder 
Ordnung und Gerechtigkeit zu bringen 


Deutsche Eisenbahner! Tragt Euren Teil dazu 
bei, um Eure Heimat zu retten, indem Ihr den 
verbrecherischen Kriegsverlangerern Eure Mithilfe 
verweigert. [hr kénnt dies auf folgende Weise tun 


Durch Stérung der Zufuhr von Nachschub 
l e und Verstarkungen an die Front. 





Durch Stérung des Abtransports von Lebens- 

mitteln und Vorriiten, Maschinen und sonstigen 
2 Einrichtungen, die von den bedrohten Gebieten 
ins Reichsinnere gehen. 





Durch Stérung der Verschleppung von Zwangs- 
a evakuierten aus ihren Heimatgebieten. 





Reduced facsimile of pamphlet appeal to German railway workers. 


A translation is given in the accompanying paragraph 
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elsewhere to serve the rearmament of the 
French Air Force. 


Berlin Buses for Evacuation 

To assist in the large-scale evacuation 
of the threatened provinces in north- 
eastern Germany, all double-deck buses 
of the Berliner Verkehrsgesellschaft, were 
ordered to proceed immediately to Western 
Prussia and the Danzig region. As the 
route to Danzig via Kiistrin and Schneide- 
mithl was already in Russian hands, the 
only route available was via Stargard and 
Stolp, not far from the Baltic coast. 


K.L.V. Trains in Germany 

K.L.V.-Sonderziige is the official designa 
tion of the special type of train introduced 
by the Reichsbahn when the intensified 
bombing of German towns began, and it 
became necessary to evacuate children to 
reception areas (called Aufnahnagau) in the 
country. K.L.V. is an abbreviation for 
Kinderlandverschickung (despatching  chil- 
dren into the country). Masses of children 
have been evacuated by K.L.V. trains 
from most of the heavily-bombed towns to 
what were regarded as safer zones. Until 
the present Russian advance, visits to 
evacuated children were arranged from 
time to time, generally in the holiday 
periods, when special Elternziige (parents’ 
trains), were organised on mass-conveyance 
lines ; 

American Aid to Russia 


In the course of a statement issued in 
Washington on February 2, Mr. Leo T. 
Crowley, U.S. Foreign Economic Adminis- 
trator, said that the American share in 
equipping Soviet troops was small com 
pared with their total needs. The U.S.A., 
however, had supplemented to an impor- 
tant extent Soviet production and re 
sources with such items as locomotives, 
goods wagons, motor lorries, and other 
viital supplies. Transport equipment was 
particularly important at present—more 
than ever before—because the Soviet 
supply lines were extending further and 
further into enemy territory. 

From the beginning of the Lease-Lend 
programme up to December 1, 1944, the 
U.S.A. had supplied more than 331,000 
motor vehicles, including 45,000 jeeps. 
More than half of the Soviet Army’s sup 
plies on some fronts are being carried by 
these lorries. The U.S.A. had also sup 
plied 29,000 motor-cycles under Lease 
Lend. 

In January, 1944, America launched a 
programme to supply railway equipment 
for the drive against the Germans fleeing 
Soviet soil. After they were turned at 
Stalingrad in November, 1942, and during 
the months of their retreat to the Balkans 
and their own borders, they had syste 
matically destroyed highways, railway 
lines, and rolling stock, in an effort to 
slow down the pace of the pursuing Soviet 
irmies. Production for replacement by 
factories and mills in the Soviet Union 
was insufficient Up to and including 
November, 1944, the U.S.A. had supplied 
under the Lease-Lend programme 1,045 
railway locomotives, 7,164 flat cars, 1,000 
dump cars, and 100 tank cars. The move 
ment of this type of equipment reached 
its peak in November, 1944, when 1,367 
flat cars were shipped. 

The problem of rail replacements has 
also been a major task of Lease-Lend. 
Up to and including November, 1944, 
America had sent 2,120,000 tons of steel 
to the Soviets. Of this total, 478,000 tons 
consisted of railway rails and 110,000 tons 
of wheels and axles. 

The U.S.A. had also aided the Soviet 
Union in rebuilding and re-equipping her 
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war industries in devastated wher 
the German armies invaded Soviet Russia 


areas 


in 1941. In this connection, America had 
sent 60 power trains to help replace 
sources of power. The power-train pro- 
gramme was begun to assist the Soviet 


Union with the production of munitions. 
rhe first trains were shipped in August, 
1944, and totalled 60 in the four months 
ending on November 30, 1944. These 
power trains consisted of complete steam 
generating units mounted on railway flat 
cars which were moved on railway lines 
from city to city or industry to industry 
is the need demanded. The first of the 
power trains were assigned to the Donetz 
Basin, where they won the immediate 
praise of Soviet ‘engineers. The total of 
60 sent to date comprised nine 5,000-kW. 
trains, 26 of the 3,000-kW. type, and 25 
of 1,000 kW. 


Railway Access to Cherry Point Naval 
Base, U.S.A. 


In connection with the large United 
States Naval Base at Cherry Point, North 
Carolina, the 95-mile Atlantic & North 
Carolina Railroad, known as the “ Old 
Mullet ’’ line, has been taken over by the 
State and reconditioned at a cost of 
$1,500,000, of which sum $400,000 has 


been loaned by the Navy The working of 
the railway has been turned over to in 
dependent operators, who have laid down 
heavier rails, with new sleepers and ballast, 
and have reconditioned the drainage of the 
track throughout, without interruption of 
a traffic, unprecedented in the history of 
the line, moving in and out of Cherry Point 
during the construction of the base. This 
has brought the annual revenue 
earned by the line up from $300,000 in 
1939 to $1,500,000 in 1944, of which the 
operators have paid over* $500,000 to the 
State in rentals and repayment of debt 





2TOSS 


Banning Pacific Coast Conventions 
In connection with the reduction in 
civilian travel in the United States, the 
Pacific coast cities of San Francisco and 
Portland, with the co-operation of city 
officers, chambers of commerce, and many 
hotel managements have issued a ban on 
all conventions in these cities that require 
inter-city travel. This was made effective 
in the final months of 1944, when certain 
conventions already arranged for were can- 
celled, and is to continue through 1945 
until the end of the war. The Los Angeles 
Chamber of Commerce has taken a similar 
step by deciding to refrain from inviting 
conventions to that city; and the three 
largest cities on the Pacific coast have 
thus come into line. It is realised that the 
strain in transport to and from the west 
coast will become considerably greater 
even than at present after the end of the 
war with Germany, by reason of the con- 
centration of effort on finishing the war 
with Japan 


Italian Services before the Allied 
Invasion 

Particulars have come to hand recently 
of the services which were being maintained 
by the Italian State Railways immediately 
before the invasion of Italy by the Allied 
Forces. All the train services had been 
lecelerated considerably from the best 
pre-war standards, though a fair number of 
trains was still running. From Milan to 
Rome, for example, there were 7 daily 
services, increased to 9 between Bologna 
and Rome, but the average journey time 
was about 10 hr. for the 392 miles, and the 
fastest time about 8} hr. Between Milan 
and Bologna, 135-6 miles, the best schedule 
was 3 hr. 7 min.; between Bologna and 
Florence via the Apennine Tunnel, 60-2 
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miles, 65 min.; and between Florence and 
Rome, 196-3 miles, 4 hr. 5 min. These 
compared with 1 hr. 53 min., 51 min., and 
3 hr. 7 min. respectively by the stream- 
lined vapidi of pre-war days. Five trains 
in each direction over the direttissima route 
between Rome and Naples averaged 3} hr 
over the 130-5 miles, with a best time of 
2 hr. 50 min., as compared with the peace- 


time best of 1 hr. 48 min., average 72-5 
m.p.h Between Genoa and Rome the 
average number of fast trains had come 


down to three in each direction daily, with 
13 intermediate and the average 
journey had lengthened to 10 hr. 20 min. 
southbound and 9 hr. 10 min. northbound ; 
on the Turin-Milan, Milan-Venice, Milan- 
Genoa, and Turin-Genoa lines the general 
average was 4 fast trains each way daily, 


with best times of 3 hr. 5 min. (95 miles), 


stops, 


5 hr. 40 min. {166 miles), 2} hr. (102 miles), 
and 3 hr. (102 miles) respectively. 
From this it is clear that the routes 


mainly used by the Germans, between Milan 
and Rome and Milan and Genoa, had the 
fastest regular trains. Actually the fastest 
run figuring in the timetable was over the 
Bologna-Florence divettissima, which had 
one schedule of 48 min. over the 50-6 miles 
from Bologna to Prato, averaging 63-3 
m.p.h Of international services there 
were two each way daily between Berlin and 
Rome by the Brenner route, leaving Berlin 
at 12.40 p.m. and 10 p.m., and Munich at 
11.5 p.m. and 9.20 a.m., and reaching Rome 
at 7.15 p.m. and 7.40 a.m. respectively. In 
the reverse direction departure from Rome 
was at 1.50 and 11.45 p.m., and Rome was 
reached at 7.17 p.m. and 8.20 a.m., in 
overall times of 29 hr. 27 min. and 30 hr. 
35 min. respectively. Six southbound and 
six northbound trains were running through 


both Basle and Zurich and Milan by the 
Gotthard route; and four between Berne 
and Milan by the Simplon route. There 


were also daily services between Munich and 
Trieste, Vienna and Venice, Budapest and 
Rome, Belgrade and Rome, and Paris and 
Turin; the last-mentioned took about 
18 hr. The fastest category of Italian train 
was the direttissimo, stopping at all principal 
stations; the tveni di lusso and the rapid 
had been withdrawn for the duration of the 
war. We are indebted for these particulars 
to Lieut. J. H. Hussey, R.E. 


Restored Italian Train Services 

We have recently received a copy of the 
December, 1944, issue of the Ovarto Generale 
of the Italian State Railways, which is still 
appearing in its peacetime format, though 
much attenuated. It shows the regular 
train services which had been re-established 
on a number of lines in Italy, south of 
Rome and Naples, as well as in Sicily and 
Sardinia. Many tramway and motorbus 
services are operating also. In December, 
train services were tabled between 
Rome and Naples ; in fact, the only adver- 
tised communication between the two 
cities was a single motor coach service 
taking 8 hr. in each direction. A public 
train service was restored on January 21. 
Of the main lines open, the principal are 
those between Naples and Reggio di 
Calabria, via Battipaglia and _ Paola; 
between Naples and Brindisi via Caserta 
and Bari and also via Battipaglia, Potenza, 
and Metaponto; and the main lines in Sicily 
and Sardinia. 

Each of the Italian mainland routes 
mentioned has trains advertised to stop at 
principal stations only, but many of the 
station stops are extremely lengthy, rang- 
ing from a minimum of 15 min. to as much 
as 60 to 85 min., and with slow running 
between stops, doubtless necessitated by 
temporary bridges, the journeys are very 
long drawn-out. For example, the 8.30 


no 
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p.m. from Naples Central is not due to 
reach Reggio di Calabria, 295 miles distant, 
until 2.30 p.m. on the following day; the 
return journey, begun at 12.55 p.m., takes 
8} hr. On the journey from Naples to 
Brindisi via Foggia, the 5.5 p.m. from 
Naples, calling only at Benevento on the 
117-mile run to Cervaro, runs from there to 
Foggia and back before resuming its journey 
to Brindisi, which is reached at 9.22 a.m 
the following day. The 1.20 p.m. from 
Brindisi similarly is not due in Naples till 
5.45 a.m. (164 hr. for 275 miles). By the 
Battipaglia and Potenza route the Naples 
departure is at 4 p.m., and Brindisi, 240 
miles, is reached at 9.23 a.m. Most routes 
have one daily stopping service in each 
direction, in addition to the non-stopping 
trains. 

On the Sicilian main lines there are two 
stopping services each way daily, supple- 
mented by first-class railcars, which are 
faster than anything on the mainland. On« 
runs non-stop over the 145 miles between 
Messina and Palermo in 4 hr. 5 min. west- 
bound and 4 hr. 10 min. eastbound, making 
the return journey in the day. A second 
runs from Syracuse to Messina and back 
calling only at Catania, and taking 3} hr 
for the 114 miles. A third crosses the 
island from Catania to Palermo and back 
taking 4 hr. 5 min. westbound and 4 hr 
20 min. eastbound for the 150 miles. Other 
railcars run round the south-west coast 
between Palermo and Trapani, and to and 
from Agrigento in connection with th: 
Catania-Palermo service, on certain days 
in each week. The fastest present Italian 
railcar service, however, is that operating 
in Sardinia between Cagliari and Sassari 
and making the journey of 162 miles in 
about 43 hr., with ten intermediate stops 
Of the journey, 81 miles, between Cagliar 
and Abbasanta, are covered in 1 hr. 56 min 
southbound and 2 hr. northbound, and 
there are point-to-point timings as fast as 
50:6 m.p.h. These railcars are first and 
second class, and the main Sardinian lines 
have also two stopping railcar services and 
one omnibus’ service daily in 
direction. : 

Of electric services on the mainland thos 
round Naples appear to be functioning 
normally, with trains or trams at frequent 
intervals to and from Campi Flegrei and 
Bagnoli ; Pozzuoli and Torregaveta ; Torr 
Annunziata, Pompeii, and Poggio Marino 
Sarno; Castellammare ; and Baiano. Some 
of the most ample services on the mainland 
are being run by the Calabria-Lucania and 
the South Eastern privately-owned ail- 
way companies, which like the Sicilian and 
Sardinian railways have fast first class rail- 
cars at work. On the former these run 
twice daily in each direction between Bari 
and Potenza, taking 3} to 34 hr. for the 
91 miles, and between Bari and Matera 
on the latter a similar service is provided 
between Bari, Martine Franca, Francavilla, 
and Lecce, also twice daily each way, in 
about 34 hr. for 112 miles, with a number 
of intermediate stops. Both companies 
also maintain an ample service of stopping 
trains, the Calabria-Lucania ‘chiefly with 
first class railcars. j 

Flectrically-operated main lines at 
present are Naples-Reggio and Naples 
Foggia. 

Rome-Naples Train Service 

In connection with the resumption 0! 
public train services between Rome and 
Naples, which we recorded in our Febru- 
ary 9 issue (page 141), a ‘correspondent 
writes that the first passenger train left 
Rome Termini Station on its south-bound 
journey on January 21. The distance of 
133 miles over the Formia route was 
covered in 12 hr., compared with 2} hr 


in pre-war days and 3 hr. 15 min. in 1942 
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Trapani, and Ragusa on the other. The 
Sicilian lines had been restored com 
pletely and all were working; the same 
applied to Sardinia. About 85 per cent 
of the lines in Southern Italy were carry 
ing traffic, and within, say, five months 
full traffic would be restored on the 
Rome-Naples line, both via Cassino and 
ia Formia. 

Some 600 km. (373 miles) of main track 
had been repaired and 400 km. (249 
miles) of track in stations; 1,432 pairs of 
points; 41 tunnels; 737 masonry bridges 
on 6,000 km. (3,730 miles) of route; 174 
steel bridges on a like distance; 402 
buildings; 81 signal boxes; 1,599 inter 
locking levers; 228 km. (132 miles) of 
block signalling; 22,230 km. (13,813 
miles) of telegraph line; 150 km. (93 
miles) of main traction feeders; 600 km 
(373 miles) of contact wires; and 9 sub 
stations 

Rolling stock repairs 
standard-gauge and 35 narrow-gauge 
steam locomotives, 83 electric locomo 
tives, 57 internal-combustion railcars, 25 
electric motor coaches, 331 passenger car 
riages 100 luggage vans, and 7,500 


5 
wagons of various kinds. Work was being 


comprised 785 


pushed forward on 800 steam and 134 
electric locomotives i90 motor coaches, 
780 carriages, 345 vans, and 11,620 
wagons. 


It had been said that the spirit of self 
sacrifice had been marked among the rail 
way staff, and it should be recorded that 
from all sections of the railway system 
volunteers had come forward to form the 
Grivofer to undertake clearing debris, re 
laying tracks, and repairing vehicles and 
equipment Ihe Griwvofer had itself re 
newed the Ciampino-Frascati section 

ro convey an idea of the density of the 
military and civil traffic on the reopened 
routes, the Minister gave some particulars 
relating to the month of October, 1944 
The military and civil train-kilometres 
totalled 786,653 (488,804 train miles), and 
the tonnes of goods conveyed were 
4,335,370. This was a highly satisfactory 
accomplishment, in view of the damags 
suffered and the impoverished condition 
of the country The situation would 
improve progressively if the raw and 
semi-manufactured materials the Allied 
Governments had _ been requested to 
supply were received. 
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S.R. ‘“*Merchant Navy” Class Locomotives 


As was briefly recorded in our last week’s 
issue, the first of a further series of mixed- 
traffic stream-line locomotives of the 
“Merchant Navy ’”’ class which are being 
built by the Southern Railway to the 
designs of Mr. O. V. Bulleid, Chief Mechani- 
cal Engineer, was named at Waterloo 
Station on February.20. The locomotive, 
No. 21Cl1l, was named General Steam 
Navigation by Mr. R. Kelso, Chairman of the 
General Steam Navigation Co. Ltd Mr. 
Kelso was accompanied by Colonet Eric 
Gore-Browne, D.S.O., Chairman of the 
Southern Railway Company and by the 
General Manager, Sir Eustace Missenden, 
O.B.E 


[hose present included the Rt. Hon. The 
Earl of Radnor, Deputy-Chairman, S.R.; Hon. 
Clive Pearson, director, S.R.; Mr. S. Sparks, 
director, General Steam Navigation Co. Ltd. ; 
Mr. J. W. Coats, director, General Steam 
Navigation Co. Ltd.; Mr. P. R. Privett, 
director, General Steam Navigation Co. Ltd. ; 
Mr. R. G. Grout, Secretary, General Steam 
Navigation Co. Ltd.; Mr. O. V. Bulleid, Chief 
Mechanical Engineer, S.R. ; Mr. V. A. M. 
Robertson, Chief Civil Engineer, S.R.; Mr. 
H. E. O. Wheeler, Deputy-Traffic Manager, 
S.R.; Mr. H. A. Short, Docks & Marine Mana- 
ger, S.R.; Mr. R. H. Hacker, Continental 
Superintendent, S.R.; Mr. C. Grasemann, 
Public Relations & Advertising Officer, S.R. ; 
Mr. F. Munns, Works Superintendent, East- 
eigh, S.R.; Mr. J. A. Kay, Editor, The Ratlway 
Gazette; Mr. C. F. Klapper, Assistant Editor, 
Modern Transport; and Mr. J. G. Hartley of 
The Times. Six of the shop staff from Eastleigh 
issociated with the construction of the engine 
ilso attended. 

Colonel E. Gore-Browne said that the 
engine was the first of a second series of 
‘Merchant Navy ”’ class locomotives. The 
first series was already on the road and the 
company had built them in the forefront 
of this island battle. The engines were 
engaged in moving heavy freight and 
passenger traffic during the war and when 
peace returned they would be of the greatest 
service to the company. This class had 
been designated the ‘‘ Merchant Navy ”’ 
class because the Southern Railway had 
wished to pay its tribute to “‘ those who go 
down to the sea in ships and occupy their 
business in great waters.” Between the 
General Steam Navigation Co. Ltd. and the 
Southern Railway Company there was a 


long-standing friendship, hallowed by ser- 
vice together in war and peace. The name- 
plate on this engine was a token of that 
friendship and the Southern Railway looked 
forward to the day when this war was won 
and the General Steam Navigation Com- 
pany’s house-flags in ever-increasing num- 
bers entered and left the docks of the 
railwav 

Mr. Robert Kelso, in performing the 
naming ceremony, referred to the close 
co-operation which had long existed be- 
tween the General Steam Navigation Co 
Ltd. and the Southern Railway Company 
and he looked forward to the time when 
it would be possible again for the vessels 
of their own steamship line to bring 
traffic from the Continent to Southern 
Railway docks 


Buenos Ayres Great 
Southern Railway Co. Ltd. 


Ihe adjourned annual general meeting 
of the Buenos Ayres Great Southern 
Railway Company Limited was held on 
February 22 in London. 

Sir Montague J. Eddy, C.B.E., the 
Chairman, said that after meeting all 
fixed charges the debit balance on net 
revenue account had increased during the 
year under review by £630,553. Gross 
receipts were again satisfactory with an 
increase of nearly £1,250,000. All the 
benefits of the extra takings were mor 
than offset by two crushing burdens, loss 
on exchange and the ever-rising costs of 
fuel. Exchange loss on remittances had 
reached the formidable total of 
£1,025,711, reduced by £246,898 due to 
1 reduction in the provision required for 
floating assets at June 30, 1944. 

Fuel costs have risen by a further 
£1,490,000 over the previous year's 
figure, and since the first war year they 
had risen by over £3,000,000, thus com- 
pletely nullifying the effect of any in- 
creases of tariffs which the Argentine 
Government had authorised. Since the 
close of the financial year receipts had 
continued to rise but expenses were unfor 
tunately nearly keeping pace. 


Naming the Southern Railway Locomotive No. 21C11 “General Steam Navigation” 





Colonel E. Gore-Browne, Chairman, Southern Railway 
Company, speaking at the naming ceremony. Sir 
Eustace Missenden, General Manager, is on his right 





Mr. Robert Kelso, Chairman of the General Steam Navigation Co. 
Ltd., in the cab of the locomotive after he had performed the naming 
ceremony 
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[he railways, if they were to function 
with success, must receive a return upon 
the moneys invested in them. It was 
essential, therefore, that the Argentine 
Government should consider a long-term 
policy by means of which the receipts of 
the railways would be sufficient to secure 
a reasonable return on the investment not 
only of the present capital but also of 
further capital which would be necessary 
if the ‘railway transport was to be 
xpanded. 

Colonel Frank Hilder said that he was 
sure that stockholders would be prepared 
to form themselves into a union to pro 
tect their interests and to support the 
board in their negotiations with the 
Argentine Government 

rhe report and accounts were adopted 


Buenos Ayres Western 
Railway Limited 

[he adjourned annual general meeting 
f tl Buenos Ayres Western Railway 
Limited was held on February 22 
Sir Montague J. Eddy, C.B.E., the 

iirman, in the course of his speech, 
said:—The results for the year, though 
somewhat better than those for the pre 


vious one, were disappointing; net 
revenue fell short of fixed charges by 
£70,240, thereby increasing the debit 
valance carried forward to £156,132. 
Passenger traffic continued to increase, 


helped by the falling off in motor com 
petition due to petrol and tyre shortage 


Goods traffic was disappointing as there 
vas a decrease of over 500,000 tons in 
maize and 100,000 tons in wheat. Fire 
von a low-rated traffic, on the other 
hand, rose by nearly 200,000 tons. 


Our increase in gross receipts of 
£232,000 was more than absorbed by a 
rn f £288,000 in the cost of fuel. Iam 
glad to say that by economies in other 
lirections our total increase in working 
xpenses was reduced to £186,000. The 
lal ip of scarcity of fuel and rise in 
osts is bound to continue till post-war 


onditions are such that adequate supplies 
rmal fuels at normal prices are 


available 


In 1938-39 our steam service called for 


the handling of 100,000 metric tons of 
oal and petroleum. During 1943-44, to 


ntain our steam service, we had to 
leal with more than three times that 
weight of fuel—namely, 345,000 tons, and 
hat only 43,000 tons consisted of coal 
l. The results for the year now in 
I considerable improvement 
to date, but due to lack of rains in 
vesternmost part of the company’s 

the crop which is being harvested 
ill probably be below the average 
report and accounts were adopted. 


ress Snow 





Staff and Labour Matters 


Machinists—Axlebox Boring Machines 

The Industrial Court recently has issued 
its decision on a claim submitted by the 
employees’ side of the Railway Shopmen’s 
tional Council that men employed on 
horizontal axlebox boring machines, Crewe, 
L.M.S.R., should be regraded from machi- 
nists, grade II, to machinists, grade I. 

The machinists in question are employed 
under the provisions of Industrial Court 
Award No. 728 and the issue between the 
parties is in respect of their grading having 
regard to Paragraph 28 and Note 3 of 
schedule ‘‘ B”’ of that award. 

In support of the claim, it was contended 
that the work performed by the men 
concerned demands a very high degree of 
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skill to ensure that the axleboxes are true 
and accurate within the maximum allowed 
tolerance, namely, a few thousandths of an 
inch. Reference was made to a number of 
other railway workshops in which similar 
work was performed by skilled mechanics or 
grade I machinists. 

As against the claim, it was submitted 
on behalf of the company that having 
regard to the restricted nature of their 
present duties, repetition work on one type 
of machine, the qualifications of the work- 
men concerned are not such as to warrant 
their regrading as grade I machinists in 
accordance with the provisions contained 
in Note 3 to schedule ‘‘ B”’ of Industrial 
Court Award No. 728. Reference was made 
to one of the provisions of Industrial Court 
Award No. 860, which reads as follows : 

To qualify for the first grade, a man 
must be capable without special super- 
vision, of operating the whole range of 
machines, or any class of machine, or 
any machine from the simplest form to 
the universal type, as in the case of 
milling, grinding, or drilling machines.”’ 

The Court states that the work of the 
men concerned is limited to one particular 
job performed on one class of machine and 
their present classification as grade II 
machinists is consistent with the provisions 
of Note 3 of schedule “B to Award 
No. 728 

The claim of the union is that having 
regard to the nature of the work on which 
the men concerned are employed their 
grading as machinists, grade I, is justified. 
In Award No. 728, paragraph 28, the Court 
states that the grading of any particular 
man is dependent on his skill which, it is 
stated, differs greatly as between workman 
and workman and also varies according to 
the type of machine operated \gain, in 
paragraph 29 it is stated that “ the rates 
set out are applicable to men performing 
the ordinary and customary duties of their 
class.”’ Also that ‘‘ the rates set out are 
not intended to prejudice the position of 
men possessing special qualifications or 
skill.’ 

Having regard to these considerations 
and to the evidence put before them as 
to the nature of the work performed, the 
Court is of the opinion that the matter 
should be considered further by the parties 
in the light of the foregoing in order to 
reconsider the individual rates of the men 
concerned having regard to the value of 
the work performed 


Questions in Parliament 


Railway Thefts 

Mr. J. J. Stourton (Salford South—C 
on February 21 asked the Parliamentary 
Secretary, Ministry of War Transport, if he 
would state the value of merchandise mis 
appropriated from each of the four main 
line railways during the year 1944 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, Ministry of War Transport) I 
regret that the figures for the full year are 
not yet available, but for the nine months 
ended Septembe r, 1944, the amount of the 
claims paid by the four main-line railway 
companies in respect of loss and theft of 
goods in transit was as follow 


G.W.R. £235,500 
L.N.E.R. £526,000 
L.P.S.R. ... £887,500 
S.R £109,250 


Mr. Stourton: Is the Parliamentary 
Secretary aware that the figures he has 
given clearly demonstrate that the thefts 
from the railway companies’ premises and 
vehicles has become an organised industry, 
and has the aid of Scotland Yard been called 
in to deal with the matter ? 
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Mr. Noel-Baker: Yes, sir, I think we 
have taken all possible measures 

Mr. E. Shinwell (Seaham—Lab.): This 
is a matter of very great importance affect- 
ing many people who are losing their 
goods, and cannot replace them. Are any 
special steps being taken to deal with these 
depredations, and will the Parliamentary 
Secretary, without prefudice to the people 
concerned, consult the various trade union 
organisations to see whether they can 
render any assistance ? 

Mr. Noel-Baker: I have had a number 
of consultations with the trade unions, and 
we have done everything in our power to 
strengthen the railway police and to provide 
measures to deal with it, but war conditions 
have made it an extremely difficult pro- 
blem to handle 

Mr. Graham White (East Birkenhead 
Lib.) Will the Parliamentary Secretary 
consult with other Departments which are 
suffering from these thefts and assemble 
all the figures so that we may know what 
a terrible economic loss we are suffering ? 

Mr. Noel-Baker I have consulted with 
other Departments, but what Mr. White 
suggests is a valuable proposal, and I will 
try to carry it out 

Mr. F. C. Watkins (Hackney Central 
Lab.) : Has the Minister noticed the extra- 
ordinary disparity between the loss suffered 
on the Southern Railway and that in the 
other companies? Does that 
mean that the Southern Railway is more 
vigilant ? 

Mr. Noel-Baker : I would like to examine 
that question more closely. 

Mr. W. Gallacher (West Fife—Com.) : 
Instead of allowing this individual appro- 
priation to go on, is it not desirable that the 
Government should take over the railways 
as a whole ? 

Sir Oliver Simmonds (Birmingham, Dud- 
deston—C.) Are the figures given by the 
Minister an increase or a decrease on those 
for previous years ? 

Mr. Noel-Baker : Speaking from memory, 
I think they are rather less. 


cases’ ot 


Locomotives and Wagons 

Mr. Edgar Granville (Eye—Ind.) on 
February 21 asked the Minister of Pro- 
duction, what arrangements had been made 
to allocate production facilities for the 
increased manufacture of locomotives and 
railway wagons for dispatch to France to 
alleviate the transport difficulties and 
shortage of food supplies in that country. 

Mr. Oliver Lyttelton (Minister of Pro- 
duction): As a result of plans laid over 
two years ago, the capacity available to the 
\llies for the production of locomotives 
has been fully taken up with meeting war 
requirements, and will so continue for 
some time. It is hoped that in the latter 
part of this year a considerable number of 
locomotives will become available for 
France from United States production 
Meanwhile, the strain on the French rail- 
ways should be lessened, as the Minister 
of State told the House on February 14, 
by the further number of locomotives 
which we are sending to the Continent for 
the use of S.H.A.E.F. The construction of 
wagons in this country is being expanded 
to the full extent made possible by the 
available labour and materials and it is 
expected that some wagons will become 
available for France in the near future. In 
addition it is hoped that wagons will be 
produced for France in the United States 
and Canada, and wagons already are being 
sent from the United States for the use of 
S.H.A.E.F. We are also sending materials, 
components and tools to enable more 
repairs to engines and rolling stock to be 
executed in French workshops. 

Mr. Granville asked whether the Minister 



























































































































































































































































































































































































































































































































































































































































































































































































































had consulted the Anglo-American and 
Canadian Production Boards to see whether 
a greater allocation of labour, manpower 


and materials could be given to this vital 


question, and, by that means, enable 
lrance to get more food 
Mr. Lyttelton Yes, sir. Allocation of 


rolling stock and locomotives has been the 
subject of combinéd plans for two years, 
and | think all capacity is being utilised 

Mr. Vernon Bartlett (Bridgwater—lInd.) 


Will the Minister bear in mind that alloca 
tion of locomotives for the use of S.H.A.E.1I 
is not, in itself, sufficient, inasmuch that 
the great proportion of the very few loco- 


motives which the French have got has 
been taken over by S.H.A.E.F. ? 

Mr Lyttelton That is so, of 
but it brings i 


course, 


indirect relief 


Government Policy 

Mr. Edgar Granville (Eye Ind.) on 
February 21 asked the Parliamentary Secr« 
tary, Ministry of Aircraft Production, as 
epresenting the Minister of Civil Aviation 


on Civil Aviation 


if he had concluded his inquiries into the 
future set-up of civil avration in this 
country ; and whether he was prepared to 


make a statement of policy 
Mr. Lennox-Boyd 


replied The answet! 
to the first part of this question is in the 
negative The Minister of Civil Aviation 


is anxious to make 
ment policy as 
Government considers, and I am sure the 
House will agree, that this statement 
should be as informative as possible \s 
soon, therefore, as the Minister is able to 
do so, a full statement will be made It 
will probably be convenient to 
White Paper 

Mr. Granville asked if it was the intention 
of the Minister for Civil Aviation or of the 
Government to make a _ statement of 
Government policy before the Minister left 
for the South Africa conference on 
aviation, and would the statement 
the future airports 

Mr. Lennox-Boyd It 
statement will be made 
leaves for the South 
will be issued as a 
there is an adequate 
will be made 


a statement on Govern 


soon as he can But the 


sue a 


civil 
includ 


is hoped that a 
before the Minister 
Africa conference. It 
White Paper, and, if 
desire, arrangements 
to discuss it 


Bus Services 

Mr. B. V. Kirby (Liverpool, Everton 
Lab.) on February 21 asked the Parlia 
mentary Secretary, Ministry of War Trans- 
port, if, in conjunction with the holidays at 
home policy, he would consider permitting 
the use of motor coaches during the summer 
months for short journeys, say up to. 50 
that industrial workers might 
enjoy portions of their annual holidays in 
the air and scenery of the countryside. 

Mr. Noel-Baker: The Minister of War 
Transport is anxiuos to provide increased 
local bus services, where such services are 
required to enable people who stay at home 
to enjoy the attractions provided by 
municipal programmes for holidays at 
home. I regret, however, that the shortage 
of manpower and the need to save fuel and 
rubber, will make it impossible to authorise 
the longer distance services proposed by 
Mr. Kirby 

Mr. Kirby Would the Parliamentary 
Secretary be good enough to ask the Minister 
to look into the matter again ? 

Mr. Noel-Baker: If we could 
bus crews, and more rubber, we 
it very gladly. 

Mr. Glenvil Hall (Colne Valley—Lab.) : 
Would it not be a good thing if buses ran 
a little later in the evening ? 

Mr. Noel-Baker: That is a matter we 
have looked into, and we have made adjust- 
ments in a number of cases. 


miles, so 


get more 
should do 
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Notes and News 


Dean & Dawson Limited.—The othices 
of the company at 113a, Old Christchurch 
Road, Bournemouth, will be re-opened for 
business on Monday, March 5. Mr. G 
g who was pre-war Man 


R. Bourroughs, 
ager in Birmingham, will be in charge. 


The Alexandria & Ramleh Railway 
Co. Ltd.—The ordinary general meeting 
held at Alexandria on December 23, 1944, 
approved the director's report and accounts 
for the financial year 1943-44. The dividend 
has been fixed at 3s. a share free of Egyptian 
tax. 


Doncaster. 
members of the 
rec ently has co- 


Transport Classes at 
Che Doncaster Group ot 
Institute of Transport 
operated with the Doncaster Technical 
College in inaugurating transport classes. 
were started at the end of last 
November, and there are now nineteen 
students attending 


These 


Refrigerated Transport by Rail. 
Mr. T. A. Ea M.Sc., presented a paper 
on refrigerated transport by rail before the 


mes, 


Institute of Refrigeration on Wednesday, 
February 21. The President of the Insti- 
tute, Dr. S. F. Dorey, took the chair. The 
uuthor dealt particularly with the work 
done by the L.M.S.R. Research Department 
in the development of refrigerating equip 


ment and containers 


Vickers Limited.—Final dividends have 
been declared by the directors of Vickers 
Limited at the rate of 24 per cent. less tax 
on the 5 per cent. preferred stock, 2} per 
cent. less tax on the 5 per cent. preference 
stock and 2} per cent. free of tax up to 6s 
in the £ on the cumulative preference stock, 
in each making 5 per cent. for the 
year to December 31, 1944 


Case 


South African Railways & Harbours. 
1943-44 Results.—A Keuters message 
from Johannesburg states that revenue 
from railways, harbours, steamships and 
airways of the South African Railways & 
Harbours Administration for the year 


ended March 31, 1944, amounted to 
£53,066,401, compared with £50,683,211 
for the preceding year. Expenditure was 


£51,183,008, 
1942-43. 


Railway & Canal Commission. 
Notice has been given that the Railway & 
Canal Commissioners propose to make, with 
the approval of the Lord Chancellor and the 
Secretary of State, a special rule relating to 
appeals and proceedings relating to them 
under thé Railways (Valuations for Rating) 
Act, 1930, and to all appeals and proceed- 
ings under that Act as applied with adapta- 
tions and modifications by the scheme 
approved by the Minister of Health under 
Section 92 (3) of the London Passenger 
Transport Act, 1933. 


against £45,971,622 for 


British Oil Engines (Export) Limited. 

To assist in regaining export markets for 
British oil engines a new company, British 
Oil Engines (Export) Limited, has taken 
over the export sales of engines manufac- 
tured by Petters Limited, Mirrlees, Bicker- 
ton & Day Limited, J. & H. McLaren 
Limited, Oil Engines (Coventry) Limited, 
and Fielding & Platt Limited. Mr. F. S. 
Mitman is Chairman of the company and 
Captain R. C. Petter has been appointed 


Managing Director. Mr. A. P. Good, 
Mr. A. P. Quarrell, Mr. S. A. Lane and 
Mr. F. A. Vaughan are also on the board. 


As from March 1, temporary offices have 
been obtained at 27, Gilbert Street, London, 
W.1 (telephone number: Mayfair 0352). 
The company will offer a complete range 
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of engines from 14 to 1,500 b.h-p. for 


industrial, marine and traction purposes 
It is stated that over 150 agents have been 
appointed throughout the world and resi- 
dent superintendents appointed for India, 
Australia, South Africa and _ Central 
America. Certain territories are not yet 
covered and firms of first class standing 
with technical organisations which are 
interested in representation are invited to 
communicate with the company. 








British and Irish Railway 
Stocks and Shares 





| 
| | Prices 
Stocks | £¥ 2 i)" me 
= + | 27, | Rise 
| | 1945 | Fall 
| 
G.W.R. | 
Cons. Ord. ... «| 623 55 | 584 + It 
5% Con. Pref. eee} 1224 5 114% | 194 
5% Red. Pref. (1950) | 1104 104 105 — 
5% Rt. Charge w-| 135 | 128 | 1344 _ 
5% Cons. Guar. att a3 | nes - 
4% Deb. 
44% Deb. | 18H | 114 | 118} 
44% Deb. . wee] 1244 | 1194 | 1224 — 
5% Deb... e-| 137 | 1294 | 1364 ~ 
24% Deb. ... | 77 | 738 754 - 
L.M.S.R. | | 
Or d. | 348 | 27% | 303 |+ 4 
%, Pref. (1923)... Sts = $94 } 
48 Pi 8! | $ — 
5% Red. Pref. (1955) | 1055 | 102 | 104 
45, eng Be 1074 | 995 | 104; | — 
4°% Deb Wiig | 104 | to8 | — 
5°, Red. Deb. (1952) | HE | 108 | 108% - 
L.N.E.R. | | | 
5% Pref. Ord. vot 1 1 4 | 8 é 
Def. Ord. ... oe] Se | 3 4 
4% First Pref. | 63% | 554 57 : 
4% Second Pref. 35§ | 284 | 31 + i 
5% Red. Pref. ‘oss | | 102 | 972 | 101 - 
4%, First Guar. ---| 105 | 968 | 1024 — 
4% Second Guar. ...| 954 | ool 944 - 
3% Deb. ... | @8t | 80 86 — 
4% Deb. 1104 | 1034 | 107 
5%, Red. Deb. (1947) | 1053 | 1014 | 1024 - 
44°, Sinking Fund | | | 
Red. Deb. ... -+| 107 1044 | 1044 - 
SOUTHERN |_| . 
Bet Ord we owe] BOE | 71S | 774 | li 
ef. Or: vie «| 266 | 23) | 254 |+ 
3% ref. 122 | 113k | 1195 | 4 
» Ona. Pref. (1964) | 1174 | 12h | 145 3 
30 Guar. Pref. —...| 134 | 1254 | 1324 3 
5% Red. Guar. Pref. 
oll) . | 115% | Udy 1144 } 
% Deb. one | 118 | 110 54 } — 
58 Deb. ag w+] 135¢ | 127 | $35 — 
4%, Red. Deb. (1962- | | 
ie ce ch G00k | 1G. | tome | 
4% Red. Deb. (1970- | | 
80) ... on eee) $12 | 1083 1105 on 


FORTH BRIDGE 
4% Deb. ...  --| 107 | 103 | 107. |+ 2 
---| 106 | 102 | 105 - 


L.P.T.B. 
44% SA” on ses! 125 i feet = 
5% “A” 1334 128 1324 | — 
3% oar: (1967-72)... 994 98 99 he 
5% 1244 18% | 1234.) 
we... ose e+| 723 64; 66; | — 
MERSEY 
FE. ace eee | 35% 33 35xd l 
3% Perp. Pref. cool F2 66 69xd |— | 
4% Perp. Deb. «| 105 103 107. - § 


3% Perp.Deb. ...| 954 | 794 | 84 

















IRELAND* 

BELFAST & C.D. | 
oa . 9 6 6} = 

G. NORTHERN 
Ord. ... | 338 19 264 li 
Pref. 49 37 a It 
Guar.. nee a a S7% | 69% |-— 3 
Se CU OO - 
IRISH TRANSPORT | { 
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* Latest available quotation 
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OFFICIAL ADVERTISEMENTS 


FFICIAL ADVERTISEMENTS intended for 
0 insertion on this page should be sent in as 
early in the week as possible. The latest time for 

iving official advertisements for this page for the 
current week’s issue is 9.30 a.m, on the preceding 
Monday. All advertisements should be addressed 
to The Railway Gazette, 33, Tothill Street, West- 

ster, London, S.W.1 
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OFFICIAL NOTICES 


MANUFACTURER who is now preparing the 

design of a post-war Railway product desires to 
contact active or retired Carriage or Locomotive Senior 
Engineers or Chief Draughtsmen to act as advisors 
(either part time or whole time). Primarily post-war, 
but preferably able to devote some spare time immedi- 
ately. Replies which will be treated in strictest con- 
fidence should be sent to Box No. 132, c/o The Railway 
Gazette, 33, Tothill Street, Westminster, London, S.W.1. 








Universal Directory of Railway Officials 
and Railway Year Book 


50th Annual Edition, 1944-45, now ready 
Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD., 
33, Tothill Street, Westminster, S.W.1 








Fire at G.W.R. Wartime Headquar- 
ters.—Wasing Place, Aldermaston, Berks., 
which has been used since the war as the 
ofaces of the G.W.R. Chief Accountant, was 
damaged by fire on February 22 and a num- 
ber of official records was destroyed. 


Cost-of-Living Index. The official 
ist-of-living index figure at February 1 
last was 102 points above the level of July, 
1914 (the same as at January 1 last). In 
February, 1939, it was 55 points, and in 
February, 1940, 77 points above July, 1914. 


Agreed Charges.—Applications have 
been made to the Railway Rates Tribunal 
yr the approval of 50 further agreed charges 
under the provisions of Section 37 of the 
Road & Rail Traffic Act, 1933. Notices of 
objection must be filed on or before March 
13 


Power-Operated Doors for Railway 
Rolling Stock.—A comprehensive survey 
of this subject was given in a paper read 
by Mr. A. F. Collins, M.I.Loco.E., before 
the Institution of Locomotive Engineers on 
Thursday, February 22. Mr. Collins is on 
the staff of the Chief Mechanical Engineer 
the London Passenger Transport Board, 
the largest user of power-operated rolling 
stock doors in this country, and was there- 
fore able to speak with considerable prac- 
experience before an appreciative 


audience. 


tical 


Canadian Railways in 1944.—Freight 
traffic on Canadian railways in 1944 reached 
in all-time peak of 66 thousand million 
ton-miles, against 31 thousand million ton- 
miles in 1939, according to the Canadian 
War Information Board, quoted by Reuters. 
Freight loadings exceeded 100 million tons, 
against 84 million tons in 1938; and the 
number of passengers carried was 57 million, 
against 21 million in 1938. Gross earnings 
of the Canadian Pacific Railway Company 
are reported to have exceeded $300 million 
in 1944 (against just over $297 million in 
1943). 


Indian Railway Budget Debate.— 
Reuters reports from New Delhi that the 
Government recently was defeated three 
times in two days in the Indian Central 
\ssembly on motions connected with the 
railway budget. On one day the Assembly 
Muslim League motion that a 
grant for railways to operate road transport 
be refused. During the next day the 
Assembly passed two Congress Party 
motions, one (adopted without a division) to 
discuss inconvenience caused to third class 
passengers, and the other, to discuss the 

Indianisation ’’ of higher grades of the 
railway service. 


passed a 


Institute of Transport, Tees-side & 
District Centre.—The inaugural meeting 
of the Tees-side & District Centre of the 
Institute of Transport was held at Middles- 
brough on February 16. It was reported 
that the council of the Institute had autho- 
rised the formation of the Centre as a sub- 
section of the Northern Section, and the 
following officers and members of com- 
mittee for the current year were elected : 
Chairman: Mr. A. Howell ; Vice-Chairman: 





Mr. F. Lythgoe ; Honorary Secretary : Mr. 
C. Nichol; committee: Messrs. B. Harri- 
son, A. C. W. Impey, J. Peacock, P. F. 
Pike, J. M. Roberts, H. N. Tuff, W. W. 
Walton (one vacancy unfilled). 

Mersey Railway Company .—The board 
of the Mersey Railway Company has re- 
solved to pay the full dividend of 3 per 
cent. on the perpetual preference stock, 
less tax, and to recommend payment of a 
dividend on the consolidated ordinary 
stock of 23 per cent., less tax, for the 
year ended December 31, 1944. The divi 
dend on the ordinary stock for 1943 was 
2% per cent. 

Locomotive Building in India.—Sir 
Edward Benthall, War Transport Member, 
stated recently in the Indian Legislative 
Assembly that negotiations with the Tata 
Iron & Steel Co. Ltd. had been almost 
completed in respect of the manufacture 
of locomotive boilers as a war measure, 
and of complete locomotives in the post- 
war period, but that the contract had not 
yet been signed. He said also that arrange- 
ments were in hand for commencing the 
manufacture of locomotives and boilers at 
Kanchrapara as soon as possible after the 
war. During the forthcoming year, he 
added, it was hoped to complete 15 broad- 
gauge 0-4-2 locomotives at Ajmer 

The Hedjaz Railway.—A message from 
Damascus dated February 15 states that 
the Hedjaz Railway is to be transferred 
to the Syrian National authorities. The aim 
of this is to ensure the transport of goods 
and military traffic, and to open a direct 
railway line between Damascus and Medina 
in Saudi Arabia. Extensive repairs are 
necessary to the southern part, and the 
total cost is estimated at about £3,000,000 
(Syrian). There has been no service over 
the portion south of Maan since the line 
was destroyed by Colonel Lawrence in the 
last war The section in Transjordan is 
worked by the Palestine Railways, and that 
in Syria by a French company. 

Federation of British Hand Tool 
Manufacturers.—The Federation, of British 
Hand Tool Manufacturers has_ been 
inaugurated with the object of maintaining 
in the post-war period the unity and co- 
operation achieved under wartime con- 
ditions. Particular importance is being 
attached to fostering export trade by 
means of market research and develop- 
ment, and to conducting research in hand 
tool performance and production methods. 
It is stated that the Federation has the 
support of nearly 350 firms. Major-General 
Sir Basil Hill, recently Director of Hand 
Tools, Ministry of Supply, is to be first 
President of the Federation. 

Restoration of Sleeping Cars in New 
South Wales.—<According to a _ recent 
statement by a spokesman for the New 
South Wales Commissioner for Railways, 
sleeping cars were to operate on country 
and interstate rail services from February 4. 
The Federal Minister for Transport said in 
Sydney recently that, because of the latest 
information on coal stocks, he did not think 
coal could be made available immediately 
for the restoration of restricted rail ser- 


vices and of sleeping cars. The New South 
Wales Railways spokesman, however, is 
reported to have stated that, despite any- 
thing said to the contrary, services of that 
state would be restored to the schedules of 
eight months ago. As recorded in our 
September 1, 1944, issue, drastic cuts have 
been made lately in New South Wales 
passenger services. 


Contracts and Tenders 

Thirty locomotives of the new “G5” 
class, 1,200 series (described and illustrated 
in our December 1, 1944, issue) are to be 
delivered to the Canadian Pacific Railway 
in 1945 from Montreal Locomotive Works 
Limited. 

It is reported that fourteen diesel-electric 
locomotives for general use have been pur- 
chased by the Central Railway of Brazil 
from U.S.A. firms; and that the Brazilian 
Government has authorised the purchase 
by that railway, also from the U.S.A., of 
fifteen electric locomotives, three sub- 
stations, and other electrical equipment. 

A contract has been placed by the South 
African Railways & Harbours Administra- 
tion with Hollandsche Aanneming Maat- 
schappij for reclamation work at the head 
of Durban Bay to provide the site for the 
new railway workshops. A start will be 
made, it is stated, as soon as the company’s 
fleet of dredgers and tugs can be trans- 
ferred, and other preliminaries can be com- 
pleted. 

The National Steel Car Corporation 
Limited, Canada, is stated to have capacity 
orders for 1945, which include contracts for 
the manufacture of freight vehicles for 
Russia and India, as well as for Canadian 
railways. The foreign orders were placed 
through the Canadian Department of 
Munitions & Supply, and are on a lease-lend 
basis. The manufacture of freight vehicles 
for Canada will be confined to replacements 
until after the war. 

Below is a list of orders placed recently 
by the Egyptian State Railways :— 

Evershed & Vignoles Limited : Megger testing 
set. 

Crompton 
choke. 

George Angus & Co. Ltd.: Belting. 

George Banham & Co. Ltd.: Belting. 

Tubes Limited : Steel tubes. 

Thomas Bolton & Sons, Limited: Lead pipes 
and copper bars. 

T. & W. Farmiloe Limited : 
copper bars. 

Imperial Chemical Industries Limited : Spare 
pots for cassel cyanide furnace. 

Easterbrook, Allcard & Co. Ltd.: Dies, etc. 

ow Tabulating Machine Co. Ltd.: Bank 
rous. 

Thomas Smith & Sons: Spanners. 

C. Leng & Sons Ltd.: Brushes. 


Parkinson Limited: Telephone 


Lead pipes and 








F orthcoming Meetings 


March 5 (Mon.).—The Society of Engineers. 
The next ordinary meeting will be held 
at the apartments of the Geoiogical 
Society, Burlington House, Piccadilly, 
W.1,5 p.m. ‘“ The Need for Adminis- 
trative Engineering,’’ by Mr. D. 
Tiranti, A.M.I.1.A., A.I.P.E. 
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Although only moder: 
tone of stock markets was good, British 
Funds reflecting continued 
demand, and industrial shares again show- 
ing numerous moderate gains. Chief week 
feature at the beginning of the week, home 


however, was a revival in home rails; 


dealing with many difficult 


matter of urgency in the 


Granted that the railways 
ion with other 
be being 





. 
itely active, 


investment 


the there 
securing full employment of 
power and resources of the country 

Another 


L.N.E.R. second Civil 


preference, reflected accumulation of buy- 
ing orders over the week-end. 


The junior stocks have tended to be a 
— market since publication of the 

..N.E.R. report; sentiment has been 
aided by the statement that the directors 
of 
opinion when 
problems, 
will become 
not too distant ©! uncertainty 
ments. 


This 
attributed partly 
the fact that over 34 per cent. was earned 
hope that the impending annualmeetings 67 this stock last year, the limiting of 
will provide important indications as tO the dividend to 24° per cent. 
the views of the railways on major post- 
war problems. Great Western 
has moved higher; comparison of results 
has tended to draw attention to the 
unfavourable pre-war dividend 
this stock, and the plans 
industrial expansion of South Wales it is recognised that the 
depend 
ments in any particular year. 
tendency in junior 


the support 


In general, however, the moderate 
attributed to the 


The new 


forms of transport, they should 
able to achieve satisfactory results in the 
post-war years, assuming, 


re- 


ordinary 
not 
record of 
for post-war 
in- 
dustrial possibilities of other areas were 


also a factor helping quotations of home 


receive 


of course, that 


why 


a 


this 


point 


hensive 
drawn up by 
considered, it is 
that the large yields on home rail juniors 
and that there 
should be 


is unjustified, 
they 
showing yields well 
shares of colliery companies, 


concerns operating 


wartime 
indicated 
allocation 


the remaining period of control, 


may 


is a good 


week's 


the 


das 


Railway Stock Market 


measure of 


air 


factor which earlier 
was inclined to draw 
railway stocks was the 


railways. 


felt in many 


rise 


whether the 
will be 


in 


valued on 
above the average on 
and other 


services 
All points 
quarters 


industries 
outlook its also difficult to assess because 
to political 
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success in 


labour 


in the 


attention to 
hope that 
the White Paper on the future control of 
Aviation will refer to the compre- 
plan, for 


already 


is no reason 


a_ basis 


whose 


develop- 


in L.M.S.R. was 
to attention drawn to 


stocks 


The 


being due 
to the placing of a further £400,000 to 
contingencies fund. 
is hopeful that at the meeting it may be 
directors feel that 
maintained during 
although 
decision on this 
on special develop- 
The better 
has_ been 


market 


inclined to draw rather more emphasis to 
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with 


preference, 


per cent. 


a 


week ago, 


and 


the good yields on preference stocks, that 
on L.N.E.R. first 
nearly 7 
Southern preferred 6} per cent. 
Compared 


for example, 
that on 


Great 


March 2, 1945 










Western rallied strongly from 57} to 58}; 
preference was unchanged 


the 


at 


5 per cent. 
at 1194xd and the 4 per cent. 


debenture 2S 


1163, but the consolidated stock eased 


slightly to 


good 
senior 
preference 


balance. 


fractionally lower 
57} a week ago. 


covered from 24} to 25}, 


recovery 
preference at 
at 59} 


133xd. 


from 


were 


L.M.S.R. 
29} 
78 


to 30}; 


showed 
the 
and the 1923 


slightly lower on 


..N.E.R. second preference railled from 
293 to 30}, 


at 57, 
Southern 
while the 


but the first preference 
compared with 


was 


deferred re- 


pre- 


ferred at 764 was unchanged on balance, 
preference at 


with the 5 per cent. 
4 per cent. 
unchanged. 


and the 
also 


Transport Board ‘‘C’ 


tained at 66}. 


Argentine rails lost 
tendency, B.A. Gt. 
from 11} to 11}, and 


preference from 26 to 25}; 


London 


119 
debentures at 115} 
Passenger 


stock was main- 


last 


week’s 
Southern receding 

the 
the 4 per cent. 


better 


5 per cent. 


debentures were higher at 62}, compared 


with 60. Debenture 
companies 
ordinary 

were slightly 
Western 4 per cent. 
compared 


down 


with 55 a 


also showed - gains, 
and preference stocks generally 
on 
debentures were 


stocks of the other 
although 


balance. B.A. 
56}, 
week ago, and 


Central Argentine 5 per cent. debentures 
San Paulo 
but United 
were better 


64, 
ordinary 


at 


Havana 1906 
26. 
French rail 
the war 


on 


hand Canadian 


compared 
eased to 57} 


eased to 164. 





Miles Week 
open ended 


18.2 45 


Argentine North Eastern 753 |. 17.2.45 
Bolivar one 174 Jan., 1945 
Brazil ‘ ese : - 
Buenos Ayres & Pacific ee | 2,773 17.2.45 
Buenos Ayres Great Southern | 5,080 17.2.45 
Buenos Ayres Western 1,924 17.2.45 
Central Argentine 3,700 17.2.45 

9 Do. . = - 

=| Cent. Uruguay of M. Video. 972 17.2.45 

£| Costa Rica... -| 262 Dec., 1944 

<| Dorada 70 Jan., 1945 

aj Entre Rios... ove 808 17.2.45 

5] Great Western ‘of Brazil... 1,030 17.2.45 

S( International of Cl. Amer. 794 Jan., 1945 

U | Interoceanic of Mexico - 

«| La Guaira & oem. oe 223 «= Jan., 1945 

xc | Leopoldina ... onc k, ce 17.2.45 

S| Mexican one eae 483 21.2.45 

B Midland Uruguay 319 Dec., 1944 
Nitrate . 382 15.2.45 
Paraguay Central = awe 274 16.2.45 
Peruvian Corporation oo. | 1,059 Jan., 1945 
Salvador ese awe 100 Dec., 1944 
San Paulo 1534 
Talal ... os ese i 156 Jan., 1945 
United of Havana... oot Oouue 17.2.45 
Uruguay Northern ... a 73 Dec., 1944 

« 

a] 

€ Canadian Pacific ... —.. | 17,028 21.2.45 

UO 

= 

=> Barsi Light 202 Jan., 1945 

c 


607 31.1.45 
277 Dec., , 1944 
:900 25.11.44 
301 13.1.45 
774 April, 1944 





Traffic for week 


Total 
this year 


£ 
29,150 
17,786 
5,643 


164,000 
263,066 

88,400 
196,176 


33,382 
10,108 
31,928 
25,733 
26,200 
$185,167 


5.494 


45,701 
ps. 588,600 


c 148,000 
2,960 


68,962 
1,568 


1,089,000 


19,755 


22,886 


19,294 
374,576 
1,022,999 
1,188,999 





Inc. or dec. 
compared 
with 1942/3 


é 
1,180 
1,826 

954 

+ 27,600 

- 9,866 
+ 2,600 

+ 9,923 


2, 
$25,877 


- 1,146 

867 
+ ps. 168,600 
- 3,197 


9,445 

+ 21,344 
+ 34,209 
¢ 26,000 


— 2,960 


= 3,394 
17 


1,600 


+ 123,552 
— 212,162 


No. of Weeks 





40 


44 
26 





Traffic Table and Stock Prices of Overseas and Foreign Railways 


Aggregate traffics to date 


Totals 


1943/4 


£ 
210,060 
653,093 
5,643 


4,584,066 
7,119,000 
2,481,733 
6,324,216 


1,109,895 
121,331 
31,928 
871,800 
197,100 
$185,167 


316,868 
ps. 4,367,400 
99,688 


17,069 
€1,955,248 
914,951 

¢ 558,000 


17,960 
1,643,140 
8,892 


8,167,200 


222,862 


592,927 
120,301 
37,703,966 


1942/3 


1,139,787 
130,194 
26,020 
742,686 
169,500 
$211,044 


302,522 

ps. 2,871,400 
103,465 
27,130 
1,726,665 
48,631 

c 603,000 


40,710 


1,664,499 
8.716 


8,041,000 


212,917 


501,50! 
196,643 
34,281,178 





| ++ L++t+l lo ++++ +41 


1++ 1 


'ncrease or 


decrease 


6,040 
115,513 
954 
815,866 
587,000 
439,533 
845,010 


$25,877 
14,346 
ps. 1,496,000 
3,77 
10,061 
228,583 
166,320 

¢ 45,000 
22,750 
21,359 
176 
126,200 


9,945 


91,426 
76,342 
3,442,788 


with 


63. 


debentures 


bonds 


news, but 
Pacifics 


Shares 


or 
Stock 


Ord. Stk. 


6 p.c. Deb. 


Bonds 
Ord. Stk. 
Ord. Stk. 


Dfd. 
Ord. Stk. 
Stk 
I Me. Deb. 
Ord. Sck. 
Ord. Sh. 


Ist Pref. 


5 p.c. Deb. 


Ord. Stk. 
Ord. Stk. 


Ord. Sh. 
Pr. Li. Stk. 
Pref. 


Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


Ord. Stk. 


Ord. Stk. 


Prf, Sh. 
B. Deb. 
Inc. Deb. 


Prices 

~ 
J Fa] 
“ vT 
ey So 
ran c= 
o— | o 
raat La 


a); 4 
183 | 7h) 7} 
19%/ 15 | 18 
7H 33 53 
14¢| 93) 41k 
133.| 94! 105 
10; | 6%] 8} 
44| 3 4 
st| 4 5 
17; | 145 | 16 
101 | 101 | 984 
“| 54 
38/- 23/3 | 28/9 
13 at 5 
88 | 79° | 78} 
Si; 44] 44 
3 t ! 
75/10 65/10) 71/3 
794 | 68 | 774 
9 | 10 93 
573| 46 | 574 
21/3 / 12/6 
4 2 3 
172,| 1348) 164 
1294 | 974 | 1274 
7H at) 2 
634 | 65 
1014 394 | 964 





Note. Yields are based on the approximate current price and are within a fraction of¢y. Argentine traffics are given in sterling calculated @ 
t Receipts are calculated @ Is. 6d. to the rupee 


) 15 pesos to theé 


of 


improved slightly 
on the other 
ordinary stock 
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